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Sontributions. 


Belgian Rolling Stock at the Paris Exhibition. 


To THE Eprror OF THE RAILROAD GAZETTE: 





Belgium, which unmistakably may be considered as the | 
busiest country in Europe, has probably, in proportion to its | 


size, the largest exhibition of all. Railroad material is well 
represented by numerous locomotives andcars. That exhib- 
ited by the Belgian Company for the construction of ma- 
chines and railroad material, of Brussels, will be of especial 
interest to your readers. It is a steam-car, designed by the 
celebrated engineer Belpaire, and intended for suburban or 
short-distance runs. Five of them are already in service on 
the Belgian State Railroads, and give good satisfaction. 
Figs. 1 and 2 of the accompanying engravings represent a 
longitudinal and a plan section of thecar. Itissupported on 


three axles—the front or the driving axle and the middle one | 


‘and and economical steam generator, not overreaching the lim- 
| ited space, however—which, for a steam-car is a condition of 


its construction ; its body consists of two cylindrical parts, one 
| above the other, united and braced as seen; the fire-box is 
| of copper, of rectangular shape, and its crown-sheet of a 
| circular form; the grate is composed of bars, 0.31 in. thick, 
| with a space between them of half the thickness of the bar; 
| at the farthest end of the grate is a drop plate; the fuel used 
| the smoke-box, and returns, thus heating the steam reser- 
| voir from the outside before it reaches the smoke-stack; the 
portion of the steam reservoir which comes in contact with 
the flame is covered with a copper sheet, 0.078 in. thick; the 
fire-door is on the side. The water tank is placed under the 
frames, and extends to the front with a_ horizontal 


pipe, which ends with a vertical elbow in _ prox- 
imity to the runner. Two injectors are used 
for feeding the boiler. The engine consists of two 


inside cylinders, placed under the floor, on a plate, one end 
of which is fastened to the frame, while the other rests on 
the main axle by means of two fixed blocks. The cylinders 
are provided with counter-pressure brakes. The whole ar- 
rangement does not represent anything new, and will be un- 


Fiol 


is small coal (menu); the flame passes through brass tubes to | 


the same system, and which is almost a duplicate of the 


, above, is exhibited by Messrs. Cabany & Co. and Audry. 
nosmall importance. Figs. 3, 4 and 5, show pretty clearly | 


A passenger-tank-locomotive, of dimensions probably 
never seen in America, is exhibited by the same company, 
and is one of those used on the Belgian State Railroads, and 
designed by its engineers. Its great weight and great ca- 
pacity of boiler demonstrate at once the purpose it is in- 
tended for; but, besides being able to overcome steep grades, 
it is said to be convenient on branch roads, where there are 
seldom sufficiently large turn-tables for a locomotive with a 
tender. It seems very doubtful, whether (even with such 
contrivances as the Europeans usually adopt to enable their 
locomotives to run in curves) it would keep the track on our 
roads. There are ten wheels: six of them, or the middle 
pairs are driving wheels, while the front and the rear pairs 
are only supporters. The total wheel base is 27 ft. 6.7 
in., and the rigid wheel base 13 ft. 1.4in. The journals of 
the two end axles have cylindrical projections, or collars, 
fitted in the bearings so as to impart any lateral movement 
of the axle to the boxes; the latter are allowed to slide in 
their pedestals in an are of a circle of 8 ft. 6.3 in. radius. 

This locomotive is better provided with brakes than any 
I have yet seen ; it possesses a counter-pressure brake (con- 
tre-vapeur), a common screw brake and a Westinghouse 


derstood from the engravings, of which fig. 6 is the side ele-' brake, the object being to enable the engine to pull a train, 
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BELPAIRE STEAM CAR: AT THE PARIS EXHIBITION. 
being rigid, while the third axle is allowed to move laterally | vation, and fig. 7 the plan. The principal dimensions are | in either direction, provided with different systems of brakes, 
1.18 in. each way, in an arc of a circle, whose centre is half | the following: The following are the dimensions of this locomotive: 
way between the front and the middle axles. From the ON ee oa steteeecneeeseeeeeeeeaerees 2 > $29 | Diameter of the cylinders bois Mt SURE Me Suopiek dewmlwncee 17.7 in. 
engravings, fig. 8, 9, 10 and 11, representing, respectively, | ‘Total wheel base .... .........s.ssscscssc SB“ BT at F |. AEA oe 
a cross section, longitudinal section, view of the upper een evel of a aer tikes beet ee settee eset eeeee cena ees ots RS Total le ngth of the IEG: inleats pnaik<tnewvobnionsiel Fd ft. 5.4 in, 
part i bearin peed SALCCOSPAERRAD P'S 00 500 CUR OOS. 29 “ WEBRDOE OF TARDOS .. once ccc crcccccccsccsccccccescssvece 4 
Ge bent and s bottom. view.of the Boiler.—Diameter of the lower cylinder........... .. 29.5 in. Outside diameter of tubes................6. 666.0000 ee 1.77 in. 
box cover, the arrangement for the lateral move- oo EA TE RE 19.7 Length, between plates, of tubes..................... 11 ft. 4.5 in. 
ment of the rear axle and the construction of| Height to the chimney................. . .....+++- 5 ft. @.7 fm. | Lemmth Of RIAES..........ccccccccccccqaccecccscvosecres 8 ft. 11.8 in, 
: 4 Oe be a RA Sr errs e Width of — BUS iied ob Cocned beds boss node Sb dceed sas 3 ft. 7.7 in, 
the axle boxes will be easily understood, The rear axle} Diameter of * outside............ .sseceseeeseseee 1.26 in. PT ee eee 32.3 sq.ft, 
box has a groove in its top cover (figs. 9 and 11), and projec- Length ‘“ “ between plates.................... 4 ft. 9.3in Heating Surface of BD Bes osc, cnscccccccccagere be i, 
® ; fet . FI heet i ‘th fire box u 0.98 in. tubes, inside 1,060.1 “* 
tions of the journal-bearing fit in it (figs. 9 and 10) so as to ue sheet in the Bee es +4 ane “ “ 6» Seite i . 1,178.5 “ 
7 . Thickn a ee eee 0.47 Capacity of the boiler 1'473 gals. 
allow the brass and journal to move in the box either way. ~ eness | sides, and crown she et in fire box Peres 0.47 * | Dube AL. SE +. So. 
eas : 2 9 ue-sheet in smoke-box........0..s0.0000008 0. “ meter *s GUIDO GIES iiss ctcc seccice coos . 18.310 21 in. 
The oiling of the journal is from the bottom (Gobert’s sys- insets. ‘ MT oo shein «<4 doin» 0004) 00-00 608 5 ft. 6.9 
ge : 2 oo 0UCU, 0.47 id rt heels Bf a7 
tem), which is the exclusive practice on the Belgian State | 0.39 “ | Capacity of Hh --- WweemTeONeeaeE 
Railroads. The wheels are spoked and forged by a hydrau- Heating | Of oo 8 Sa perrerrrre ty 26. 3 sq. ft. eT in oe ek Da *0.6 cub, ft. 
lic press, after the Brunon system ; the axles and tires are sean | OF the tu earer- 2° eigemteiee 208.02 ‘| |, | Distance between centres of omeatt . . ete om ae in. 
of Bessemer steel. The frames are of channel iron, 7.87/ area of grate ......00::0-.ccc00000sseecceescetees mie Aiedissed-acc 6 “6.7 
in. high, and five of the eight cross braces are 5.9 in. high. | Capacity of water space in boiler.................. anyone. $io5.. 2589 950 all . 20 rn 
Six elliptic cast-steel springs support the car. An American}! team pressure in boiler...................0.....+. 146.5 Ibs Weight of locomotive, e empty sin taskds shobewetelhsans 4 92,180 Ibs. 
hand brake, accessible to the runner and the conductor, acts er of horse power.... ........+++ Biveekasénee a13 : Ang eembuati users. TE 127.000 . 
on the rear and the middle wheels. The body of the car is | Btroke of piston 22.00... eo™ «  S'gecond "ssc 7.500 
divided into five compartments ; the first, in front, contains Capacity of water tank..............-..-2.:0+seenee gals. pH Soon = e paar 4 “ 
i coal bunker oe. ve eeee ci eeeeese 20 cub. ft ble rl adc cheat lah Ley aa 2 
the motive power ; next comes a small baggage room, then & | 0.4) weight of car 35.9701 SID 5 chins cue ee caves «neh Toes seveba o> 22,000 
passage, open at both sides, from which passengers enter the | Total weight loaded, wit y i00 ibs. baggage and50 “ “ the driving-wheels. ........-...+.--2:2+++ 83,600“ 
second-class compartment; finally, the first-class compart- Waieht een MS ote eee Siac cae ee 44,220 * The symmetry of the weights distributed on the axles and 
ment, with a platform behind it. The arrangement 2 Te miedo axte. a. ok hk “ of their distances from the centre is remarkable; it has 
of seats is seen in fig. 2. Each class has room ae - = | been, of course, obtained by a careful calculation of the 
for 22 passengers. The outside and inside of the| Only two men are required for the. service of this steam | centre of gravity of the locomotive, and by placing it di- 
car is well finished, and presents a neat appearance. | car: a runner, who is also a fireman, and a conductor. Ex- | rectly above the middle axle. The fourth axle is about in 
The boiler is placed transversely in the car; its construc- | perience has shown that the fuel used per mile does not ex- | the centre of the fire-box. 
tion represents an entirely new feature in a locomotive | ceed 7 Ibs., and that in case of necessity a speed of 35 miles| A sleeping car is also exhibited by the same company, and 
boiler, and appears to answer the requirements of a rapid|can be attained without difficulty. Another steam car, of | is of the many that are exhibited here, I believe, the most 














432 








THE RAILROAD GAZETTE. 





























































































[SEPTEMBER 6, 1878 















































































































—— — “ = = a Neer | SS — -—_—— 
comfortable. The berths are arranged very much in the | water returns back, and, being mixed with cold water, is | able the engine to move in curves, the wheel anita 13 
same manner as in America, but are placed crosswise in the | forced to the boiler. | ft. 3in., there is a lateral play of 0.39 in. allowed to the 
car, and divided into compartments of four and two; they | The dimensions of this locomotive are as follows: front and rear wheels; the same play had to be given on the 
are 6 ft. 2in. long. The upper berths are made of the backs | Diameter of cylinder............. 6.6... seeeeeeeeeees 17.4 in. | crank-pins of these wheels. The grate area is 19.5 sq. ft., 
of the sofas, and thus there is effected a considerable saving | Diameter bf boiler... «= 488 « | the fire-box heating surface is 118.5, and the total 2,044 
in weight. The car body is 29 ft. 6 in. long, and 9 ft. 2 in. | Number of tubes........ 2.0.2.6... 6260 ccee cece eee ee os 9 « sq. ft. The weight in working order is 94,600 Ibs. 
wide. At one end are ladies’ and gentlemen’s saloons, with eo enh my creme ae “UII, at. 518 im, | The Société St. Léonard, of Liége, is represented by two 
lavatory, etc., and there is also a hot-water-heating appa- | Heating surface of the fire-box.. .+-_ 85,2 sq. ft. | tramway locomotives; a four-wheeled one, with an upright 
ratus. Next to this isa small passage, across the car, with “ *  tnbe a: ; i 056.3 « | boiler, and one with six wheels, with a horizontal boiler. 
doors at both ends to enter the car ; the rest is divided into Capacity of water tank........ -......0. eeeeeeees 1,320 gals. | Both are of rather heavy and clumsy construction, and the 
four sleeping compartments and a long passage communica- Diameter of a... haan gree: 108 cub, bing only remarkable thing about them is that a part only of the 
ting with them and with the small passage by so many doors. supporting Wheels......... . cscsesessees 3° 8. iS . ‘| exhaust steam is used for creating draft, and the remaining 
There are 12 berths and a seat in the long passage for the Weight of locomotive, . empty. Larkin Manes cn ae ay os Ibs. | Portion goes partly to the tank, and partly is used to prevent 
guard. Each passenger thus occupies 2214 square feet of the EET EY = 108,240 * |sparks from leaving the chimney. The last operation is 
floor. The frames are of I iron, and are suspended by six| The Société Cockerill, one of the oldest establishments in | accomplished by admitting steam into a pipe perforated with 

Fig 3. Fig. 4. Fig. 5. 
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BOILER AND ENGINE OF BELPAIRE STEAM CAR: AT THE PARIS EXHIBITION. 


elliptic springs, each 7 ft. 4.5 in. long ; the wheels, six in 
number, are of the American type, with paper centres, 42 in. 
in diameter. The wheel-base is 19 ft. 8in. A lateral play 
in the boxes facilitates the movement on curves. This car wa. 
built for the “ International Sleeping Car Company,” and 
some of them are in use on the Paris, Lyons & Mediterranean 
Railroad. 

The ‘Société Anonyme de Marcinelle et Couillet,” of Bel- 
gium, exhibits a mixed tank-locomotive, intended for the 
Grand Central Railroad, and designed by Mr. Urban, Chief 
Engineer. The grades it has to overcome are from 0.01 to 
0.014 [52.8 to 74 ft. per mile]; its adhesive load amounts to 
49,170 lbs. Four of the eight wheels are drivers. The 
weights are symmetrically distributed by means of an equal- 
izing lever suspended on one spring only. The cylinders and 
the valve motion are outside, the latter being in such cases 
always of the Walschaert system, in Belgium. This design is 
considered there by the engineers to be the most advanta- 
geous, and thus is preferred to the inside arrangement. The 
fire-box is of the Belpaire system, permitting the use of small 
coal as fuel; the tubes are of iron, and the flue-sheet in the 
smoke-box is of copper, this material resisting the corrosion 
better than iron or steel. The tires are fastened to the cen- 
tres by the new system of Kaselowski; they are held in posi_ 
tion by means of a ring of zinc, which has been poured into 
a double cavity, around the centre and the tire. A special 
apparatus for heating cars with hot water is attached to this 
locomotive. It consists of the feeding injector, which, pos- 
sessing a double pipe at the exit of the water, permits the 
water to be directed to the boiler or the train, forcing it 
through iron pipes placed under the passengers’ feet. This 





Belgium, founded by John Cockerill in 1817, in Seraing, | 
exhibits, among many different objects, a very powerful 
locomotive. Since the Engerth locomotives have ceased to 
be built, this is the largest that has been constructed by the 
company. It has eight wheels coupled, 4 ft. 3.1 in. in dia- 
meter, all placed under the cylindrical portion of the boiler. 
The wheel centres are remarkable for being forged out of a 
single piece of iron. The cylinders are 19.68 in. in diameter, 
placed outside. Walschaert valve-motion is used. To en- 
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AXLE BOX OF BELPAIRE STEAM 


CAR. 


small holes, and placed in the smoke-box, in a circular form, 
near the fiue-sheet. 

The Société Anonyme des Ateliers de la Dyle, Louvain, 
exhibits two cars, built for the meter-gauge Mogyana Rail- 
road, in Brazil. The open freight-car weighs 5,720 Ibs., and 
the box-car 7,634 lbs.; each of them can carry a load of 9 
tons; they are made of wood, of very much the same color 
as that of cigar boxes, and are not painted, looking thus 
very handsome. There are also some street cars and car- 
wheels, and some other objects of a minor importance, ex- 
hibited in the Belgian section. 

Belgium is second only to France in the number of loco- 
motives exhibited, and appears to be a powerful rival to the 
other countries, with its iron industry. 


Saving Fuel. 





| To THE EpITorR OF THE RAILROAD GAZETTE: 


Your editorial of Aug. 23, entitled “‘ A Way of Reducing 
Expenses,” presents suggestions as to saving fuel in locomo- 
tives that are unquestionably valuable, both as to matter and 
manner. This impoftant subject could hardly be more 
clearly set forth or more forcibly illustrated, and I simply 


| venture to propose some additional factors that seem to af- 


fect the problem. 

1. Suppose, on a certain run, 30 cars are rated as a full 
train ; but, under conditions of traffic, one certain engine 
only has an opportunity of hauling, say 15 cars per train 
fora month. What proportion of saving in fuel per car 
mile and train mile would that engine be entitled to credit 
for, as against engines hauling full trains all the time? 

2. Should not percentages of grade and conditions of 
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weather, wind and rail be kept on each run, to get correct 
comparisons of performances ? 

3 Should not the speed of all trains on all grades be 
known and recorded before economical results are declared. 

Let us be careful not to get economy in the fuel depart- 
ment at the expense of other departments, and this is one of 
the greatest dangers to be contended with. An engineer 
under fuel-saving pressure will naturally get all the benefit 
he can from momentum, and his train will make ruinous 
time on down grades to save working steam on the succeed- 
ing up grade at the expense of the track and machinery de- 
partments. 

4. No two trains of a given number of cars “‘ pull” alike, 
even if loaded equally, and, especially in the West, no two 
trains are loaded with any approach to equality of weight. 
Should not the comparison be per ton per mile instead of 
per car mile and train mile? 

I repeat that these are not objections to the proposition for 
saving fuel, but are they not of some importance as ques- 
tions in determining the amount of fuel saved ? AGE. 

[The true inwardness of our correspondent’s first in- 
quiry will appear if we suppose that an engine should 
run over the road ‘‘empty,” that is without any train. 
In such a case if the fuel consumption was estimated 
per car per mile, the consumption would be infinite 
because no cars were hauled. If one car only was 
hauled then all the fuel required to run the locomo- 
tive, besides that used in hauling the car, would be 
charged to the latter, and therefore the amount of 
fuel consumed per car per mile would appear to be 
excessive, because the fuel burned by the locomotive 
alone would all be charged to one car. If the train 
consisted of more cars the fuel consumed by the loco- 
motive would be divided among all the cars, instead of 
being charged to one. In fact, it will take as much 
fuel to haul a locomotive alone as it will to haul an as- 
certainable number of cars ; and therefore, to make a 
proper distribution of the fuel consumption per 
car per mile, the locomotive and tender should be 
rated as some ascertainable number of cars. This 
could readily be done by running the engine and ten- 
der over the road empty, and keeping account of the 
fuel consumed and then increasing the load until the 
fuel consumption was doubled. Thus we would learn 
how many cars were equivalent to the engine and 
tender. That is, if an empty engine and tender con- 
sumed 1,000 Ibs. of coal in running a given distance, 
and with a train of eight cars it consumed 2,000 lbs., 
then it would be evident that ittook just as much fuel 
to run eight cars as it did to run the engine and tender 
alone, and therefore the latter should be rated as eight 
cars. Such an experiment could easily be made on 
any road, It is evident that the work which a loco- 
motive does is to haul its own weight and that of the 
train of cars, so that if the latter consists of fifteen 
and the engine is equivalent to eight, the train should 
be considered as consisting of 23 cars, and the fuel 
consumption should, if we want to be quite fair about 
it, be divided among that number. If the train con- 
sisted of 30 cars, then it would be equivalent to 30+8 
38 cars, and the fuel consumption should be di- 
vided among that number. This would give a much 
fairer basis of comparison than the ordinary plan of 
excluding the locomotive and tender from our esti- 
mates of the work done. 


In reply to our correspondent’s second inquiry, it 
may be said that, undoubtedly, to be exact, the grades 
and conditions of weather and track should be taken 
into account. It was proposed in the Railroad Gazette 
of Jan. 9, 1875, that, in order to compare different 
roads, or different divisions of the same road, the 
amount of work required to haula car or train over them 
should be referred to some common standard of meas- 
urement. The unit which was suggested was the 
power required to draw a train over a perfectly straight 
and level track. Supposing that on some road which 
is not straight nor level it took one and a half times as 
much work to haul a car over it, then such a road 
could be estimated at 1.50. Another division with 
steeper grades or sharper curves might be rated at 1.75. 
The rating could be determined by running one or 
more cars over the line attached to a self-recording dy- 
namometer car. The diagram would give the data for 
making such an estimate. Once ascertained, the fig- 
ures would be a constant which could always be em- 
ployed in making estimates of the line on which they 
were taken, unless the condition of the track should be 
materially changed. 

With reference to the wind and weather, no plan 
seems practicable which would not involve more trou- 
ble, care and expense than the questions involved 
would warrant. The general supposition is, that each 
train and set of men will encounter during a season 
about the average condition of weather, and probably 
the supposition is not far from being correct. 

Whether it pays to keep speed-recorders in trains 
does not yet seem to be clearly ascertained, and with 
reference thereto there is much difference of opinion. 


THE RAILROAD GAZETTE. 
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How Baggage is Handled at Indianapolis. 


Since Jan. 1 Mr. J. H. McCloskey, the manager of the 
department of the union depot, has been Gooatng 
an account of the number of pieces of baggage handled at | 


freight cabooses, whether with profit or not we cannot | Years and with a force of twelve men, five day and seven 
usual source of trouble is a mismatched check. As an ac- 
tion to the weather, the supposition is that the average | 
McCloskey tells of an affair that occurred three years " 
best thing that can be done and not the best that might | its own local checks. In checking a piece of baggage for 
| is trave ’ 
The Method of Construction of the First American | No. 499; Columbus, Ohio, 150; Chicago, 599; Vincennes, 
Will you please inform one of your subscribers how the | Vhen a piece of baggage is brought to the depot the check- 
thought was a representation of the first locomotive and | baggage. It will meet him at his destination. Now and 
o has received the op oad from the depot here has given 
What was the average cost per mile of the style of track as t 
here the trouble is usually unraveled. During the past year 
[Can any of our readers answer the above inquiries? 
before he can get his pay. The railroad companies settle 
| teen different ¢hecks over various routes to New York and 
= routs te bent pre gee Bide 4 hme ——. McCloskey and the efficiency of the force under him, although 


On some lines we believe they are now used in all | charge of the baggage business at the depot for the past ten 
night, keeps the baggage moving. It is a rare thing that a 
now say. piece of baggage is lost from point. Since the first day 
That the resistance of cars varies a good deal, every | 0f this year there has not been a pound gone astray. The 
experienced railroad man knows, but in this, asin rela-| count of every piece of baggage is made as delivered to the 
several roads and receipts taken from the baggagemen, it 
will be nearly uniform | seldom takes long to run an error of this kind, though Mr. 
At any rate, our correspondent must remember that | where some posrte get erey wa ny may J — ~ - 
A - ie . : was six weeks tracing it up, having y to make a trip to 
in railroad practice we must aim to accomplish the | Cedar Rapids, Ia., to recover the property. Each road has 
: . a any place in addition to the brass check a pasteboard tag is 
be done or imagined. EpiTor RaILRoaD GAZETTE. } | is added with figures indicating the station toward which it 
i us on the Panhandle route, Indianapolis is 
Railroad. 759, etc. When a charge is made for extra weight a receipt 
| is given, and a tag showing the amount paid is put with the 
To THE EDITOR OF THE RAILROAD GAZETTE: | regular check on the baggage. 
: : : | man requires that the passenger show his ticket. This indi- 
first railroad track was laid in thi ss country ' | cates the route he is to take and the proper check for his bag- 
When I was at the Centennial Exhibition I saw what I | is given him. He then has no further trouble about his 
used i ; then railroad men are given checks for their baggage with- 
— th ys piesa d in th ’ If h out producing their tickets, but the exceptions are rare. If 
¥? e first trac: . * <i py aaa right we - a me of ba; is lost the baggageman on the railroad 
were ties first used, and who roug em into use ?| w 
his receipt = it “— e 7 | the lost as 
er with him. e telegraph is called in requisition to chase it 
gosh ohne cigar J ty taver'e mambér of your up. The station where atransfer is made is first reached and 
ers here. W. | but fifty pieces of unclaimed baggage have accumula at 
the depot. When is lost the loser must make an 
ineenon: Remanoa tie ] affidavit as to contents, swearing to the value of each article 
— A ETTE. 
these losses promptly, but proof of loss must be made plain. 
A record of the checks used at this place shows about 1,000 
| different routes represented. For instance, there are nine- 
twenty to Boston. Some of these, of course, are rarely used. 
The smoothness with which this immense business goes on is 
sufficient testimony to the ability and watchfulness of Mr. 
only pi that overrun the amount of pounds allowed to a | it is smaller than the business seems to require.—/ndianap- 
passenger are weighed. The pieces of handled dur- | t* News. 
ing these months are: January, 19,880; February, 21,578 





: 1 9 : " ; | —Capt. Isaac B. Grainger, of Wilmington, N. C., died 
jay sa8ko. AP _ a pend Fe wenger 9 — Soa while on a visit to Williamsport, Pa., Aug. 26. He was 
about 338,000; weighing millions of pounds. eo ba | 87 years old, had been a resident of Wilmington 18 years 


: A net 7 and was an active and prominent man. He was President 
Selacaiiee ined is tack, ase amy Bw — of the Bank of New Hanover, and one of the receivers of the 
allowed to the passenger, though some of the the | Carolina Central Railroad. . ; : 
Panhandle, fndlanapolis & St. Louis., Vandalia & Indian- —Mr. Lyman Nichols, a director and_ Vice-President of 
apolis, Cincinnati & Lafayette—allow commercial travelers the Boston, Clinton, Fitchburg & New Bedford Company, 

pounds. The average local rate on overweight of | died at his residence in Boston, Aug. 28. He was for many 
freight is three-quarters of a cent a hundred nd mile; the, yearsa merchant in Boston and was largely interested in 
through rate is 15 per cent. of first-class tieket fare. This is manufacturing corporations in Fitchburg, ss., and Lew- 
the regular rule on all roads. Mr. McCloskey has been in | iston, Me. 





The Railroads of the Province of Ontario. 

The following table accompanies the report of the Commissioner of Public Works of Ontario for the year 1877. 
be especially interesting for its list of works under construction : 
Railways in the Province of Ontario, Completed or Under Construction on the 31st of August, 1878. 
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only a trifle in comparison with that of the New| 
York Central & Hudson River, for the very good | 
reason that there was no way of exchanging 
cars between the Erie and the New England 
roads. Inthe days of Fisk and Gould, it will be re- 
membered, there was a fight to secure the Albany & 
Susquehanna Railroad asa New England connection 
of the Erie. Although in future years under the final 
owners and lessees of the Albany & Susquehanna it 
and the Erie coéperated as far as they could, still the 
latter never attempted seriously to do an Albany or 
New England business by this route—or in fact by any | 
other. 


Sound steamboats. To doa Boston and New England 


| business it would have been necessary to make two | 
More- | 
over, the Boston & Albany, by which alone Boston | 


transfers of freight, with the attendant delays. 


could be conveniently reached from Albany or Buffalo 
until after the opening of the Hoosac Tunnel, was 
very closely connected with the New York Central— 
so closely, in fact, that the Erie as a rival company 
believed that there was no chance to secure any im- 
portant share of the traffic so long as it should be its 
sole connection east of Albany. 

The completion of the standard-gauge track to 
Binghamton, which was announced about two weeks 
ago, and the approaching completion of the new 
connection with the Hoosac Tunnel, change all 
this. Before winter standard-gauge cars from any 
part of the United States will be able to run 
through to Boston and other New England points 
by way of the New York, Lake Erie & Western and 
the Albany & Susquehanna railroads. The line will 
be about 50 miles longer than that by the New York 
Central, which is very direct, but in the distance of 
more than a thousand miles between Boston and Chi- 
cago such a difference counts for very little; it is no 
greater than the difference in favor of the Pennsyl- 
vania Railroad compared with the New York Central, 
between New York and Chicago, though in the latter 
case the longest route has the easiest grades, while in 
the former the lenger is also the harder road to travel. 

Usually, at least of late years, the appearance of a 
new competitor in a traffic centre has been the signal 
not so much of the division as of the destruction of 
profits. The intruder could not be prevented from get- 
ing a share of the traffic, but he has often been pre- 
vented from making anything out of it, and has had 
his labor for his pains. Butin this case there cannot 
be a war of rates on the entrance of the Erie into New 
England without affecting nearly the whole traffic to 
and from the seaboard between Montreal and Balti- 


= omy a gg song? hem _ ay de-|more. We may assume, therefore, especially after 
sired, Officers wi lige us orwarding early copies ~ > ; : 

of netics of wadlings dela smmateimente. o te pic the recent earnest efforts to maintain rates 
rege te reports, some notice of all of which will|S0 as to yield some profit, that when the 
he published. 


THE NEW YORK, LAKE ERIE & WESTERN. 


The New York, Lake Erie & Western Railroad Com- 
pany, although very much more limited in resources 
than was expected when the reconstruction scheme 
was formed, is still able to make considerable improve- 
ments, part of which are intended to enlarge its facil- 
ties for securing traffic, and part for effecting econo- 
mies in the conduct of the traffic. To get more busi- 
ness, and to carry all business, old and new, at lower 
cost, are certainly the best means of increasing profits. 
Of late years, however, there has generally been very 
much less success in efforts to increase traffic than in 
those to reduce expenses. Before 1873 it almost seemed 
that all that was needed to secure more traffic was to 
prepare the appliances for carrying it. But since that 
time we can almost say that the reverse has been true : 
traffic has stubbornly refused to increase except at a 
very moderate rate, even where additions to tracks 
and rolling stock have doubled the facilities for carry- 
ing it, and invasions of new districts have been com- 
monly profitless and sometimes disastrous. 

The Erie (that is the easy name, and is likely to 
stick in spite of reorganization and the six more sylla- 
bles which it has added), however, has done little in 
its efforts to secure new business which it did not need 
to do for the better accommodation of its old business. 
The only considerable expenditure under this head is 
for the third rail to complete a standard-gauge track 
from Buffalo to New York and (in connection with the 
Albany & Susquehanna) with Albany and Boston, and 
a large stock of new standard-gauge freight cars, 3,000in 
number. The new traffic expected from these improve- 
ments is to be due partly to much better facilities for in- 
terchange with connecting lines to the West, but chiefly 
to the connection with Boston and New England, 
which it will secure in connection with the new, short 
Boston, Hoosac Tunnel & Western Railroad, which is 
to be completed in a few weeks. The Erie has never 
had any New England traffic to speak of—at least 








Erie goes into the market to solicit shipments 
of freight to and from New England, rates will not be 
“cut,” but that a peaceful policy will be maintained. 
The west-bound traffic of the leading New England 
points, and near the Boston & Albany Railroad, and in 
close connection with it, are now pooled, and the en- 


trance of the Erie will probably compel a modification | 


of the pool to make room for it. 
necessary, however. 
traftic may work together for traffic in opposition to 


This is not positively 


the Erie, dividing among themselves as they now do | 
the aggregate traffic secured by them; but this would | 


restore the danger of cutting rates and a railroad war 
which the present pooling is intended to avoid. 


If the Erie had had this connection ten or fifteen | 
years ago, it would have been of enormous advantage | 


to it, the New England business being very great in 
both directions, as the country is full of manufactur- 
ing towns which export chiefly to the West and South 


and obtain their supplies of grain, flour, provisions, | 
cattle for slaughter, etc., from the West, and their 


fuel chiefly from Pennsylvania. But the connec- 
tion now will probably be of much less value 
than if made at an earlier day. In the first place, the 
through traffic is not worth so much now as it used to 
be, being carried at rates which leave a very narrow 
margin of profit and in some cases none at all: in the 
next place the New York Central has in all these years 


been able to establish its connections and relations | 


over most of the New England roads so completely 


and firmly that it will be especially difficult for a new | 


competitor to divert any large proportion of it with- 
out underbidding, which in the present condition of 
things no trunk line will willingly attempt, or can 
without danger of great and lasting disaster to its 
whole through ‘usiness. Moreover, the Erie’s connec- 
tion with Boston will not be likely to reach all the im- 
portant New England points with which the Boston & 
Albany has connection. 
portant of a large number of important New England 


traffic centres, and its business is probably but a mod- | 


What New England business it has had has | 
gone by way of New York and chiefly by the| 


The lines which now pool their | 


Boston is only the most im- | 
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erate fraction of the whole New England through 
business done over the Boston & Albany. 

But the connection may be of decided value to the 
New York, Lake Erie & Western, even should it se- 
cure through it but a quarter or a fifth as much busi- 
ness as the New York Central obtains from New Eng- 
land, and the more so because it will be had, appar- 
ently, with very little cost to the company. And even 
| if the New England business actually obtained should 
| be quite moderate, the connection and the consequent 
| ability to compete for New England traffic, may be 
worth a great deal to the company by giving it greater 
influence in its efforts tosecure a share of the traffic 
from the western lines controlled by the New York 
Central. The transfer of the control of the Michigan 
Central to Mr. Vanderbilt left the Erie largely depend- 
ent on its chief rival for access by rail to the chief 
traffic centres of the Northwest; and though abso- 
lutely no change in the direction of traffic might be 
made at first, there remains the danger that a closer 
union between the New York Central, the Lake 
| Shore, the Canada Southern and the Michigan 
|Central may some time leave the Erie with very 
| unfavorable connections with the Northwest. And 

just now when negotiations will soon be begun for a 
| division of east-bound traffic, and perhaps for a re- 
distribution of the west-bound, the fact that the Erie 
| is ready to enter New England on something like equal 
| terms with the New York Central is likely to enable it 
|to secure the award of a larger share of the whole 
| traffic than it could otherwise hope to obtain. So the 
|new eastern connection of the Erie may, to a certain 
| extent, counterbalance the acquisition of a new west- 
| ern connection by the New York Central; and if the 
| former should get less New England business than it 
| intended, it will probably be given, or allowed to re- 
| tain, a larger share of the New York traffic westward, 
‘and of the Northwestern traffic eastward than it could 

secure without this new connection with New Eng- 

land. 
The expenditures which will enable the company to 
| reduce the cost of conducting its traffic consist partly 
| in those for this very third rail, which gives the New 
| England and improves the western connections of the 
road. This is not so much because the expense of 
|transfer is eliminated, though this is something, 
| because the new rail is steel, and hitherto a 
| considerable portion of the Erie has remained of iron, 
and some of that very poor iron, which made mainte- 
|nance expenses materially higher, both for road and 
| rolling stock. But, probably, a more important saving 
will be made by the additions to the stock of very pow- 
| erful locomotives. Thirty consolidation engines have 

been ordered, which take trains of 35 cars, and will re- 
| place old, light engines (many too far gone to be 
| cheaply maintained, even if they were powerful enough) 
| whose maximum load over the same grades is 18 cars. 
| The experience which the company has already had 
| with the new engine indicates a very large saving by 
| the substitution, as might be expected. 
| Under existing circumstances, with the slow devel- 
| opment of production and traffic in the country and 
the abundant existing provision for transportation, it 
seems wise for this and most other companies to make 
improvements with a view to reducing the cost 
of carrying the existing traffic, rather than for the 
purpose of enlarging the capacity of the road to ac- 
commodate a traffic which is not yet offered but only 
hoped for. The stock of standard-gauge cars is needed 
for the existing business on the new standard-gauge 
track, which by January is to be completed to New 

York. The new engines purchased of late years have 
been of standard-gauge, and the new cars made so as 
to be easily convertible to the standard. The old stock 
can be worn out on the old 6-ft. track, which will be 
convenient so long as the Atlantic & Great Western is 
unchanged. The latter evidently is to be the last road 
of the gauge in America, and until it is changed the 
Erie will be its most convenient outlet, so that it will 
actually be to the advantage of the latter that the At- 
lantic should maintain the 6-ft. gauge. When it is 
narrowed, the New York Central will compete freely 
| with the Erie for the whole of the Atlantic’s traffic, if 
| the latter remains independent until that time. 

Thus, though the New York, Lake Erie & Western 
has comparatively little capital at command for 
making improvements, it seems to be materially 
bettering its position, both for the command of traffic 
and its economical conduct. The new sources of traf- 
fic. it is true, may possibly only balance the losses of 
some old ones; but they are none the less gains, for the 
company could not possibly secure control of the west- 
ern connections, and if there is any loss by a change in 
their administration, it would have happened just the 
same if the company had never gota footing in New 
England. It is true, however, that acquisitions of this 
kind do not often get much credit. The general who 


| as 
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! 
takes positions usually gets more fame than he who suc- 
cessfully defends them, though the latter often has the 
hardest task. 

Really, the Erie has been for years ina most preca- 
rious position, hardly able to makea single aggress- | 
ive movement, while powerful competitors were 
free to secure for themselves some of its chief 
of through traffic. It was long ago 
flanked on both sides, and recently has been in danger 
of being surrounded. It has not escaped this danger 
yet, and very likely never will; but this acquirement 
of a New England connection, effected almost without 
any expenditure of capital, will enable it to make 
some headway against its dangers, and in its actual 
circumstances seems actually the only action of the 
kind—a sort of offensive-defensive movemént—that it 
could have made. The proprietors of this road may 
perhaps never acknowledge it, but it is no small task 
simply to defend their property in its present position. | 
If through traffic were always to be as profitless as it 
has been of late years, perhaps it would not much mat- 
ter how much its through connections might be lim- 
ited ; but to maintain its position as a great trunk line 
with its present resources will be no easy task for the 
ablest managers. 


sources 


THE ECONOMY OF LARGE TRAINS. 





Reference has been made in these pages a number 
of times to the influence of the size of the train on the 
cost of hauling cars and carrying freight and passen- | 


Lett Back 


Q 


Fig. 1. 


gers. It would perhaps not be necessary to refer to 
this subject again were it not for the fact that a little 
intercourse and conversation with railroad officers 
will reveal that many of them have very vague and 
indefinite ideas about it. It will be found, for exam- 
ple, that different classes of officers look at the subject 
from the position in which their duties place them in 
relation to it. Thus, a locomotive fireman will find 
fault with heavy trains for the obvious reason that it 
is much harder work to fire an engine which is 
working hard than one which is hauling a light train, 
or a big locomotive than a little one. Runners 





‘tires and rails had probably been reached at about 
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everybody that long trains are unwieldy, that it is dif- | 
ficult to see or communicate signals from one end of 
them to the other, and that there is not room for them | 
on the side tracks. A manager, therefore, who under- 
takes to increase the number of cars hauled in trains, 
or who proposes to get engines which will haul such 
trains, is liable at once to encounter opposition from 
many different directions, each one of which is fortified 
by at least one or more plausible reasons. 
Notwithstanding the existence of such a condition 
of things, however, the number of cars hauled and 
the size and weight of engines and cars have steadily | 
been increasing ever since railroads were first built. 
A few years ago it seemed as though this tendency | 
had reached its maximum, and, owing to the rapid | 
destruction of iron tires and rails, many railroad men | 
and engineers were led to advocate the use of lighter 
trains and rolling stock, and many extravagant esti- 
mates were made of the cost of carrying dead weight 
on railroads, These ideas culminated in the narrow- 
gauge movement, By the time that the fallacies of 
the advocates of the narrow gauge had been developed 
into a system, steel had been fairly introduced asa 
material of construction for both tires and rails, and 
the old limit of weight per wheel, which with iron 





| 
| 


10,000 lbs. per wheel, was indefinitely increased, and 
ever since both locomotives and cars have grown in 
size and weight each year, and probably on our great 
through lines the end is not yet. 














Whenever any plain and decided tendency of this 
kind exists it is generally quite safe to infer that there is 
some good reason for it. The cause of the increase in 
size of trains and the weight of engines can, it is be- 
lieved, be found by a little reflection or the study of 
a few of the data which make up the train expenses, 
and comparing them with the amount of work done. 
If the cost of transportation in the old fashion with 
horses and wagons on turnpike roads is studied it will 
be found that it is governed by the same principles 
which apply to long trains. Thus, if a farmer, say in 
the state of Pennsylvania, thirty or forty years ago 








ie Be 





of locomotives will object to heavy trains for very had a quantity of grain to transport to market, he soon 
much the same reason, as it requires much more care | found thatif he had more than could be hauled by atwo- 
and skill to run an engine with a heavy load than it | horse team and wagon it cost less to transport with 
does with a light one. Master mechanics, who have one four-horse team and wagon than with two two- 
from time immemorial been accustomed to measure horse vehicles, because in the latter case two team- 
their work by the cost per train mile, and whose chief | sters were required, and in the former only one, 
duty consists in keeping the locomotives in repair, are whereas the same amount of produce was carried in 
prone to regard with disfavor a system which neces- both cases. For this reason, in the time of our boy- 
sarily increases the cost of repairs per train mile and | hood, farmers in such states as Pennsylvania, Mary- 
which ‘‘ knocks the engines to pieces.” Master car- land, Virginia and Ohio owned their great Conestoga 
builders are likely to oppose an increase in the number | wagons, and drove teams of four, six and eight horses, 
of cars in a train because they will tell you “the cars | so that one teamster could do two, three or four times 
are pulled to pieces,” or are injured by the concussions | as much work with such teams and wagons as he could 
due to the great weight of the trains. Those in charge | with two horses. The expense of the teamster was 
of the repairs of track are inclined to see/ thus, relatively to the amount of produce hauled, less 
only evil results from running heavy engines, than it would be with lighter loads. This is the same 
because they say they crush the rails. destroy principle which applies to long trains on railroads. 

the frogs and switches and keep the whole That there is some force in the objections to running 
track out of surface and out of line. Bridge men with long trains which are made by firemen, locomotive- 
lurking suspicions of the soundness of the timbers in runners, master mechanics, -car-builders, transporta- 
the structures under their care, or without the feeling | tion managers, road-masters and engineers of bridges 
of security which an ample factor of safety gives, will | is true, but are they of sufficient importance to out- 
throw the weight of their influence against the use of | weigh the advantages which are gained by running 
heavy engines and trains, Train managers will assure’ long trains? In order to show how great the latter 
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are, we give herewith a comparison which was recently 
made of the train expenses with ordinary eight-wheeled 
American engines, with four driving-wheels coupled, 
and engines of the ‘‘Consolidation” plan with eight 
wheels connected, made on a line on which both kinds 
are employed : 

Cost per Train Mile. 


American Consolidation 
engine. engine. 
Running repairs of locomotives .... $0.060 $0.080 
Oil and small stores.................. 0.006 0.008 
EP ae A 0.089 0.115 
Cleaning and attendance............ 0.015 0.015 
Engineers and firemen’s wages...... 0.073 0.073 
Conductor's and brakemen’s wages. 0.120 0.120 
_ PRR S ERE rst 363 $0.411 
Average number of freight cars 
NES civ. birek + chacwphs eke dukal ieee 6.67 30.13 
Train expenses per car per mile.... $0.02177 $0.01364 


Saving per car per mile, $0.00813, or 8715 per cent. 
Assuming that an engine will run 30,000 miles per 
year, then the Consolidation locomotive will haul what 
is equivalent to 903,900 car-miles per year. The cost 
of this service will be— 
If performed by an American 


ee 903,900 @ ony = $19,677.90 
A Consolidation locomotive ..... 903,900 @ $0.01364 = 12,329.19 
Saving by using Consolidation engine............ . $7,348.71 


As Consolidation engines can now be bought for 
about $9,000 each, it will be seen that they will pay 
for themselves in less than a year and a quarter, so 
that in many cases it will pay to break up old engines 
and sell them for scrap, if better prices cannot be real- 
ized, and buy new Consolidation engines to be used in 
their place. 
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With reference to the objections to such engines 
which have been outlined above, none of them are 
worthy of serious consideration excepting those of our 
hypothetical track-master and car-builder, unless it be 
the difficulty with signals which was spoken of. 

With reference to the track, it does not seem possi- 
ble that Consolidation engines can injure the rails by 
crushing them vertically under the wheels more than 
ordinary American engines would, unless the weight 
per wheel is greater in the former than in the 
latter. It is true that a Consolidation engine 
has eight driving wheels instead of the four 
of the American engines, but in case the latter 
are used, double the number of locomotives must 
be employed to do a given amount of work, so that the 
effect on the track in this respect is the same in either 
case. If there is any difference in the wear of the 
track by the two classes of engines, it must be due to 
the lateral rigidity of the wheel-base of the Consolida- 
tion plan, and the effect of this, if injurious to the rails, 
will at once become evident in the wear of the flanges of 
the driving-wheels. To show that this need not neces- 
sarily occur, we give herewith (fig. 1) some sections of 
tires taken from an engine of the consolidation class on 
the Pennsylvania Railroad after it had run 69,553 miles, 
These tires were in use under the new type 
of this class of engine which was designed at the 
Altoona shops and is represented by fig. 2. Fig. 
8 was the original type in use on that road, 
the flanges of the tires of which we believe 
are cut more or less in service. It will be seen 
from figs. 2 and 8 that the distribution of weight is 
much more nearly equal on the wheels of the 
new engines than on those of the original plan, the 
greatest difference in the former being 2,500 Ibs., and 
in the latter 6,620, The new engines are heaviest in 
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front and the old ones behind. The one engine has 
the leading driving-wheels flanged, whereas in the 
other the second pair of driving-wheels have flanges. 
The wear of the tires of an engine of the new type is 
shown in the sections fig. 1, which are engraved to a 
scale of one-half of full size. It will be seen that the 
flanges are hardly worn at all, and it would evidently 
not be necessary to turn off the tires for a long while 
if their treads were in as good condition as the flanges. 
It therefore appears that with a properly constructed 
Consolidation engine the wear of rails need not be any 
greater than with any other class of locomotive. 

That cars are injured more if hauled in long trains 
than they would be in shorter ones is possibly true, 
but no precise data exist and toa great extent the in- 
jurious effect of the former is a matter of surmise 
only. It is also maintained by some who have had 
experience in running long trains that in fact the cars 
are handled with less injury to them by a large engine 
than by a small one, because in starting trains each car 
bears a smaller proportion to the capacity of a big lo- 
comotive than it does to a smaller one, so that the 
train can be put in motion more easily and regularly 
without the jerking and concussions which must be 
used with a smaller engine in order to start at a diffi- 
cult place. 

At any rate, even if the cars are subjected to greater 
strains in long trains than in shorter ones, it will re- 
sult in the reign of the law of the survival of the 
fittest : that is, the cars that are too weak will be 
crushed or pulled to pieces; and very speedily, as is 
now in reality the case, cars for through traffic will be 
made much stronger, especially in the drawing attach- 
ments, than they have been made heretofore. If by 
the use of consolidation engines 3715 per cent. of the 
train expenses can be saved, it would, it is thought, 
evidently be profitable to make cars stronger, because 
the train expenses as given in the Lake Shore Railroad 
report for 1877 gives the train expenses including re- 
pairs of engines at 32.09 per cent. of the whole oper- 
ating expenses, whereas the repair of cars is only 8.86 
per cent. ; so that if we save 3714 per cent. of the for- 
mer it would amount to 12 per cent. of the whole, 
and therefore if the cost of car repairs were doubled 
it would still leave a considerable margin of economy 
as the result of running large trains. 

These figures will show, too, why it will be impossi- 
ble for a light railroad to compete with a line equipped 
for doing a heavy business, where there is a heavy 
business to do. 

It might, of course, be necessary to use some special 
precaution regarding signals if very long trains were 
run, but this, in the face of the advantages gained, will 
be a matter of minor importance. 

The figures given above are of course not correct for 
all lines and all circumstances. On the lines from 
which they are taken the Consolidation engines now 
pull 35 cars instead of 30.13 and the average for the 
whole year will probably be not less than 88, which 
will give a still more favorable showing for the large 
engines. The data are, however, believed to be sub- 
stantially correct, and if they will do no more than 
lead those interested to make the calculations for 
themselves, from data taken from their own books, it 
will reveal to some of them what perhaps they never 
realized before, that is, the enormous economy which 
attends an increase of the size and capacity of trains. 


Coin and Freight by Mail. 


We copy in another column an article from a jour- 
nal published in the interest of the express companies 
entitled, ‘‘The Postal Department, the Railroads and 
the Express Companies,” partly because of the inter- 
esting statements which it makes of the present con- 
dition of the express business, and of the effect on it 
of recent changes in the conduct of railroad business, 
and partly because of its protest against the threatened 
absorption by the Post-office Department of the car- 
riage of valuables, including coin, This is the second 
time that the express business has been threatened 
by changes in the mail service. The first was by the 
carriage of merchandise in packages weighing four 
pounds or less to all parts of the country at low 
rates per ounce—a policy which resulted in mak- 
ing the Post-office Department one of the 
chief carriers of freights over the longest and cost- 
liest routes, where pack mules and mountain wagons 
were loaded down with dry goods and small stores to 
the great loss of the Department; and in greatly de- 
creasing the express traffic established over the same 
costly routes, which, unfortunately, did not have the 
United States Treasury to fall back upon. 

The proposition to carry coin in postal cars was 
made first for the benefit of the Treasury Department, 
which had at one time about $7,000,000 to transfer 
from San Francisco to New York, and which has at 
all times a great business in the transfer of money and 


bonds which it has hitherto committed to express 
companies, which have received, altogether, about 


$300,000 a year for such work. The _ propo- 
sition to turn this over to the Post-office 
Department of . course affects the express com- 


panies first and most. They have organized and 
maintain an elaborate and costly organization for the 
conduct and effective guarding of this business, and 
this carriage of valufables, government and private, is 
one chief source of their income. The removal of the 
government business will hardly enable the companies 
to reduce their expenses in any degree ; but if the same 
care is taken to guard the treasure as is exercised by 
the express companies, it will considerably increase the 


cost, leaving us to pay the deficit in the form of taxes. 

Perhaps it would not much matter if the 
government only carried its own treasure by 
mail. But it is not easy to see why the Treas- 
ury Department should have any privileges in 
the mails which all citizens may not equally enjoy. 
And, in fact, it has also been proposed to provide for 
the carrying of coin and valuables generally through 
the registration of third-class mail matter—that 15, 
merchandise and the like. The government is not re- 
sponsible for what it carries in the mails, but it en- 
gages to take especial care of articles‘mailed at letter 
rates on which a registration fee is paid. Now, the 
proposition is, to extend the registration from the 
matter which pays three cents per half-ounce to 
that which pays a cent an ounce. Coin or anything 
else mailable at all can now be sent registered, 
and with the safety common to other registered matter, 
if letter rates are paid on it. Now,this would aim directly 
at the whole of an important branch of the express 
business, and would probably result in diverting it en- 
tirely from the very long rates (the mail rates being the 


where carriage must be by wagons or pack animals 
and is exceptionably costly, as the express company 
could not do the work for less than cost, and the Post- 
office Department would have to. 


It might perhaps be thought that it will make little 
difference to the railroad companies whether this busi- 
ness is done by express or by mail: the express com- 
panies and the Post-office Department alike have their 


ice. There is this difference, however: the express 
companies pay what the railroad companies ask, and 
the Post-office Department does not, but for a very 
large part of the service makes most inadequate 
remuneration; and after years of effort, during which 
nearly every person, official or other, who has seriously 


roads’ claims for an increase of pay were just, scarcely 
any progress has been made in getting redress for this 
acknowledged injustice. Now it certainly is im- 
portant for the railroad companies that whoever shall 
have the immediate conduct of the package and val- 


which they do in connection with it. 
loss to them will grow greater and greater. Forif the 
Post-office Department gets its cars hauled by the rail- 
roads at less than cost, it may well underbid them and 
the express companies in the carriage of packages; 
and if it should in this way make a profit on the busi- 
ness, it would inevitably be led to extend that business 


by the general public, pleased to get its work 
done more cheaply than heretofore, and knowing little 
of and caring little for the losses of the railroad com- 
panies which alone would make the cheap rates possi- 
ble. This has been well shown in Germany, where one 
of the conditions of the charters of the railroads was 
that they should carry the mails without charge. This 
being an understood ani accepted condition of their 
existence, was fair enough, being in the nature of an 


kind as when the charters were granted with this con- 
dition. But the Post-office Department, finding that 
transportation cost it nothing, was led to add continu- 
ally to the number and weight of things carried 
through the mails, until now it has pretty much all the 
parcel traffic in its hands, taking, we believe, anything 
that does not weigh more than 1144 lbs. In Germany 
the railroads do the express business directly, and 
so this absorption of the business by the government, 
which receives the whole of the pay while the rail- 
roads do the greater part of the work and get nothing 
for it, has been a serious matter for them. The Post- 
office Department there, naturally, returns a large and 
increasing surplus. 

Here the railroads, it is true, are not bound to carry 
for the government for nothing, and theoretically they 





THE RAILROAD GAZETTE. 


expenses of the Post-office Department, and doubtless | 
help to swell the yearly deficit of that Department, | 
which has long been doing our work for us at less than | 


same for 3,000 as for three miles), and from those routes | 


cars hauled by the railroads and give pay for the serv- | 
examined the subject, has had to confess that the rail- | 
uables business shall pay them fairly for the work | 


Otherwise the | 


as far as possible, and would be seconded in its efforts | 


established tax, calculated for in establishing the road, | 
so long as the matter of mails remained the same in| 
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are entitled to make their own terms for carrying 
mails as for other business ; but practically this seems 
to do them no good. Congress votes such compensa- 
tion as may seem to it good, or rather as it may chance 
to (for usually there seems to be little but chance about 
it), and the railroads do not dare to refuse to take the 
mails however inadequate the pay may be, because of 
the great inconvenience to the public which such re- 
fusal would cause, and the hostility which it would be 
likely to provoke. So as it isso extremely difficult to 
get adequate compensation for carrying the mails, it 
| is desirable they should not be increased in quantity by 
the absorption of articles which as now carried do pay 
| the railroads fairly for their transportation. 


Railroad Men for the Yellow-Fever 
Sufferers. 


Appeal to 





The yellow fever, which is making such ravages in towns 
of the lower Mississippi Valley, while nearly putting an end to 
many branches of business conducted in those cities, has a 

| most serious effect on the business of railroads which merely 
touch those cities and extend hundreds of miles beyond. The 
| New Orleans & Mobile road, we believe, runs no trains 
whatever. Of other roads that most affected is the Dlinois 
Central’s Southern ally, the New Orleans, St. Louis & Chi- 
| cago, on which are three places suffering from the epidemic 
|—New Orleans, Canton and Grenada—and others where 
|cases have occurred; while all points on the line are so 
anxiously guarding against the epidemic as to avoid as much 
|as possible any intercourse with the southern terminus of 
theroad. The injury to the interests of the road (and the 
| Mississippi & Tennessee, with the plague at both termini, 
probably suffers still more) is of course very great. There is 
little business except in carrying the multitudes who escape 
tothe North to avoid the pestilence. Recently the roads 
|into Savannah had a season’s business nearly spoiled 
|by the same epidemic. But at such a time the 
| losses of business properly are little considered. The 
very first thing to engage thought and action is the 
great suffering that needs relief. Railroad men, like all 
others, are called upon to contribute, and in view of the hard- 
ships that must fall upon the employés of some of the South- 
| ern roads by reason of the reduction or total cessation for a 
time of their employment, the case perhaps calls especially 
| for the sympathy and aid of railroad men elsewhere. Dur- 
| ing the Savannah epidemic a special appeal was made to 
| railroad men by the Georgia railroads, with good results; 
| and now Mr. W. J. Houston, General Passenger and Ticket 
| Agent of the Atlanta & Charlotte Air Line Railway, has 
issued, under date of the Ist inst., the following appeal to 
his fellow general passenger and ticket agents: 

“You are to assemble in convention in Chicago Sept. 
13, where an appeal will be made for aid to our fellow 
| men in the yellow-fever districts. This morning’s dispatches 
| disclose a fearful degree of destitution. Humanity demands 
| speedy action. Let each member contribute now, and re- 

mit at once direct to Samuel E. Carey, General Passenger 
| Agent New Orleans & Mobile Railroad, and F. Chandler, 
|General Passenger Agent of the New Orleans & Jackson 
| Railroad, now in Chicago, or authorize them to draw at 
| sight for such sums as we are able to contribute, a report of 
which can be made at our Chicago meeting and consolidated 
| as the relief fund of the body.” 

The appeal, however, should be listened to by others than 

| the passenger and ticket agents. It is not at all necessary 
or desirable that any special fund should be made by rail- 
road men as such, for the important thing is to give the re- 
lief, not to get credit for it. But itis doubtless true that. 
| individuals will feel more strongly the call upon them to give 
when those with whom they are associated are called upon 
asaclass. Weare all men, and are supposed to sympathize 
| with all our fellow-men; but we are railroad men par- 
ticularly, and pay more attention to an appeal when made 
to the narrower circle of our occupation, our neighborhood, 
our church, our club, our family, than when it is directed to 
the larger class which embraces the human race, or so very 
large a share of it that we feel ourselves to be but insignifi- 
cent fractions of it. At all events, it will be well to take 
| Mr. Houston’s appeal as a personal matter to all railroad 
men, and send contributions to Mr. Carey, Mr. Chandler, or 
directly to the Howard Association at New Orleans, sure 
that the money, be it much or iittle, will then be put where 
it will do the most good; and remembering that the best 
way to make no mistake about it and avoid forgetfulness, is 
to make the contribution directly. This yellow fever does 
not wait. 


Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Western North Carolina.—-Extended from Henry, N. C., 
west 444 miles. 

Cheraw & Chester.—Extended from Rich Hill, 8. C., east 
8 miles. It is of 3 ft. gauge. 

Central Branch, Union Pacific.—Extended from Concor- 
dia, Kan., westward to Beloit, 27 miles. 

Milwaukee, Lake Shore & Western.—Extended from New 
| London, Wis., northwest to Clintonville, 16 miles. 

Chicago, Milwaukee & St. Paul.—The Iowa & Dakota Di- 
vision is extended from Emmittsburg, Ia., west to Spencer, 
23 miles. 

This is a total of 731¢ miles of new railroad, making 1,123 
miles completed in the United States in 1878, against 1,108 
miles reported for the corresponding period in 1877, 1,388 in 
1876, 678 in 1875, 984 in 1874, 2,408 in 1873, and 4,264 in 
| 1872. 














SEPTEMBER 6, 1878] 





LAKE AND CANAL RaTEs have continued to advance, and 
very decidedly too. Tuesday quotations are 454 cents per 
bushel for corn and 5 cents for wheat from Chicago to 
Buffalo, which is just acent higher than the rates a week 
earlier; while by canal 8 cents for wheat, 684 cents for corn, 
and 4'¢ cents for oats from Buffalo to New York are quoted, 
against 614, 58{ and 33% a week earlier. The advance in 
rail rates seems not to have kept pace with this, being but 
about half a cent a bushel all around, to 74¢ for wheat, 7 
for corn, and 5 for oats. These latter rates are about equiv- 
alent to a Chicago-New York all-rail rate of 2744 cents per 
100 Ibs. Transfer rates at Buffalo were advanced half acent 
a bushel, to 14 cents, on the 5th, and the current ex- 
pense for shipping a bushel of wheat from Chicago to New 
York by lake and canal would appear to be 14 cents, or at 
the rate of 2344 cents per 100 Ibs. With this water rate 
probably the railroads will get plenty of grain at the cur- 
rent 30-cent rate, and indeed it is questionable whether the 
lake fleet is capable of moving the current enormous receipts 
of grain in the Northwest. 


The large shipments of grain this season from Detroit and 
Toledo make the lake rates from those places unusually im- 
portant. From Toledo to Buffalo they were quoted last 
Tuesday at 2'¢ cents per bushel for wheat and 214 for corn, or 
just about one-half the Chicago-Buffalo rate, the distance 
being about one-quarter as great. Detroit rates are proba- 
bly about the same. 

Ocean rates by steam, meanwhile, have fallen a little, 
64d. and 61¢d. being quoted Tuesday of this week against 
7d. on the same day last week. Rates by sail, however, 
seem to be fully maintained—6s. to 6s. 3d. to Cork for or- 
ders and about the same to French ports, whither a large 
part of the wheat is going now, the crop of France being 
smaller, while that of Great Britain is larger than that of 
last year. This probably accounts for the lower steam rates 
to Liverpool, the demand there, where most of the steamers 
go, being comparatively light. This is the more’probable 
because about 20 cents, or 10d., per bushel, is obtained for 
carrying wheat by steam to Havre. 

COLORADO seems to have a surplus of grain for export, 
and as it is some 2,000 miles by rail from the Atlantic ports, 
where this surplus must chiefly go for consumption or 
export, the need of special rates is obvious. Such have been. 
made, being 55 cents per 100 Ibs., or 33 cents a bushel, from 
Denver and other Colorado points in the vicinity, to Chi- 
cago, a little more than 1,100 miles. This is at the rate of 
just one cent per ton per mile, and is much less than the av- 
erage rate on the roads over which it passes, and probably not 
more than the average cost on those roads. The average 
rate on east-bound through freight over the Union Pacific 
last year was 1.49 cents per ton per mile, and this was car- 
ried at lower rates than any other part of its freight. But 
883 centsa bushel is a heavy tax on the producer, and at 
least 12 cents more will have to be added, even with naviga- 
tion open, to take it to New York. The conclusion of 
the whole matter is that Colorado is too far west to raise 
wheat for Eastern or European consumption, and that when 
an article must be carried 2,000 miles by rail to market, it 
needs to be worth more than two cents a pound when it gets 
there. 





NEW PUBLICATIONS. 





To the Rockies and Beyond, or a summer on the Union 
Pacific Railway and branches. Saunterings in the popular 
health, pleasure and hunting resorts of Nebraska, Dakota, 
Wyoming, Colorado, New Mexico, Utah, Montana and Idaho, 
with descriptions of the Black Hills, Big Horn and San Juan 
regions, and special articles on stock-raising, farming, mining, 
lumbering and kindred industries of the Trans-Missouri 
region : by Robert E. Strahorn. 


This is the long and comprehensive title of a handsome 
octavo volume of 140 pages sent us by Mr. Thomas L. Kim- 


ball, General Passenger and Ticket Agent of the Union Pacific | is 


Railroad. The contents of the book are pretty well indicated 
byitstitle. Itis intended to advertise the business of the Union 
Pacific Railroad—to so kindle the imagination of the reader 
by a description of the wonders, glories and opportunities of 
the places reached by this road that he shall be consumed 
with longing to visit it, to gaze at the landscape, to hunt the 
game, to explore the mines, to establish cattle ranches, or to 
restore his health at the healing springs or by the mountain 
air. Nearly the whole plains country is described in the 
book, and the Rockies, from Montana and Idaho to Arizona; 
and though the superlatives are too liberally used, and the 
hue is too uniformly rose-color, the work still contains a 
great deal of information pleasantly conveyed, for the pro- 
spective tourist or settler, and also for the stay-at-home body 
who likes to know something of the new and peculiar 
world of plain and mountain which the Pacific railroads 
have brought near to us, and made capable of utilization for 
the good of the human race. It is illustrated by a great many 
views of beautiful and magnificent scenery, which unfor- 
tunately are badly engraved ; and also by a quite large and 
useful, but not at all handsome, map of the country from 
Council Bluffs to Great Salt Lake, and from the middle of 
Montana on the north to the north line of Arizona and New 
Mexico on the south. 

The book is chiefly of the nature of a guide book, giving 
rail and stage routes, distances, fares, descriptions of towns 
and districts, etc., such as no one traveling in the country 
could afford to be without. And no one need be without it, 
for Mr. Kimball! has put a little slip in the book which says 
that ‘any one can obtain a Sample copy free of charge by 
applying to Thos. L. Kimball, Omaha, Neb.” 


THE RAILROAD GAZETTE. 


The Postal Department, the Railroads and the 
Express Companies. 


In the May number of the Monthly, we published an article 
on ‘“‘ The Express Companies and the Railroads,” in which 
we called attention to the fact, that the railroad companies 
had largely reduced their rates on freight between the east- 
ern cities and all points in the West ; that they were run- 
ning fast freight trains on almost nger schedule time ; 
and were running fast local freights on all lines extending 
from our —_ western cities, thus coming in direct com- 
petition with the express service, and to a certain extent in 
violation of the spirit of their contracts--depriving the ex- 
press companies of a large amount of business, which paid 
the railroad companies handsomely, while the low rates the 
railroa i companies have charged have been far from re- 
munerative to them; still no concessions had been made, 
nor would many of the railroads listen to any modification 
of their contracts with the express companies, which were in 
most instances made when much higher freight rates pre- 
vailed, and when the time consumed in transit was fully 
double what it now is. One point which we might have re- 
ferred to in that article, but was omitted, as an additional 
argument why these contracts should be reduced, we will 
refer to here. The 7 low freight rates made by the 
great trunk lines, from New York, 
the regularly periodical cutting of passen, 
indiscriminate use of passes to shippers, has had the effect, 
within the past few years, to wer seriously injure the whole- 
sale trade of every prominent Western city. It is but a few 
years since the wholesale merchants of Cincinnati, Chicago, 

it. Louis and other Western cities, used to buy largely in 
the East, and they re-sold and shipped their s and mer- 
chandise to the merchants of every town and vill in the 
territory that was tributory to these large cities. The trunk 
lines brought their merchandise to our Western cities, and 
obtained fair and remunerative rates for the trans- 
portation. Then our local roads and the express 
companies distributed these goods and merchandise 
throughout the West, to the smaller dealers and coun- 
try merchants, at living rates. These rates, as well as 
the rates from the East, were uniform, and all were treated 
alike, and all knew just what their goods would cost them 
laid down at home, and they were satisfied. 

The use of free passes to induce country merchants to visit 
the seaboard cities and buy their stocks there, instead of 
nearer home, and the ruinously low rates made by the trunk 
lines to all points in the West, has been seriously felt by all 
our prominent wholesale dealers in the principal Western 
cities; and it has deprived our local roads and express com- 
— of a large business that ~*~ heretofore enjoyed. Our 

ocal roads, instead of carrying this business, and getting 
fair local rates, have been compelled to pro-rate with the 
trunk lines on their ruinously low rates; in many cases re- 
ceiving barely the cost of handling this freight at the point 
of destination. No wonder so many of our local 
roads are in the hands of receivers, and on the verge 
of bankruptcy. And yet they insist on holding the express 
companies to the letter of their contracts, and will listen to 
no y oey for a reduction in their charges or modifica- 
tion of their contracts. The next and last encroachment 
upon the rights and privileges of the express companies, 
which we hold the railroad campanies under their contracts 
are bound to protect and defend, is the proposition of the 
Treasury Department to use the postal cars in the transpor- 
tation of its gold and silver, and sooner or later of its bonds 
and notes, thus depriving the express companies of a con- 
siderable portion of their business, for which the rail- 
road companies get well paid, and they have to furnish the 
additional facilities required by the Post-office Department. 

The carrying of gold and silver coin, which are heavy com- 
modities, forms a large —_— of the express business, on 
certain main routes, and the railroads are paid for this ser- 
vice by the express companies, as it enters into the calcula- 
tions, and is part of the basis on which daily service is com- 
puted and paid for. To deprive the express companies of 
this part of their business is only an additional in- 
justice, and this, we hold, is another argument why the 
rai companies should grant the express companies re- 
duced rates, when they in turn could give the government, 
as well as the public, still lower rates. 

The express companies have always performed this serv- 
ice for the government satisfactorily, and at as low rates as 
the risks and costs of doing the business would warrant. The 
government has never paid excessive rates, and it has as- 
sumed no risks. Can the Post-office Department afford to do 
this business, when it takes into consideration the increased 
expense of the service in op ery guards, etc. etc., and 
can the Treasury Department afford to take the risks which 
the express companies now assume for the small saving it 
will make, over the yey amet paid ? 

The proposition of the retary of the Treasury, to have 
the Post-oftice Department transport its coin in ears, 
came about, as we learn from the dispatches from Washing- 
ton, in this roy 

About $7,000,000 in gold coin are now held by the gov- 
ernment on the Pacific coast, and the Post-office De: ent 
arranging to transfer it to New York, by means of postal 
cars, in iron boxes which hold $50, bout 200 pounds 
troy. The expense and responsibility of transporting the 
coin across the continent is thrown upon the government. 
The proposition to use the mails for the transportation of 
gold was brought about by the indifference of the Pacific 

companies. The s Express contracts do not 
extend west of Omaha. The United States Treasurer made 
an effort to arrange for transportation with the railroads 
west of Omaha, but was unable to obtain replies to his com- 
munications. As gold is rapidly accumulating at San Fran- 
cisco, making it imperatively n to transport some of 
it to the East, Secretary Sherman Postmaster-General 
Key arranged to use the mails. This experiment may result 
in using the mails for shipment of all government funds, in- 
cluding gold and bonds. For this service the De 
partment is now paying to express companies about ,000 
per annum. 

The Pennsylvania Railroad Company has entered protest 


r fares, and the 


against carrying ie as third-class mail matter unless spe- 
cial compensation is provided. The company has notified the 
Post-office ent, that they will be compelled to ob- 


ject to this arrangement which would heavily 
with four-pound packages, and place upon railroad com- 
panies an unusual and unreasonable responsibility and risk, 
and increase the cost of their service unwarrantably both as 
to act 


which they would be entitled to special compensation. 
Let us look at what oy eran aa ind te 
contend with during the past few years in the 


diversion of 

lace, the fast-freight lines have, through their 

P ight ve, 4 

speed, tobi? Beet sab Sige poe diverted from 
companies bulk of the dry goods trade from 


the East. putty 3 

pee ele tree and poultry trains to 
the East on imoend erent +e 

8. The daily oyster and fruit trains, 


F 





fast-freight trains, leaving in the 


iladelphia and Boston, | 


load their cars | 
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| 
evening, after business hours, from most of our principal 
Western cities, in competition with express runs. 

5. The carrying of third-class matter by the Post-office 
Department. 

ll this has occurred since many of the contracts were 
made between the express companies and the railroads, and 
in very many cases no concessions whatever have been 
granted since the war by the railroad companies. 

And now an additional blow at the business is proposed by 
the government, and it would seem to be the duty as we 
as the interest of the railroad companies to stand by the ex- 
press companies, and to insist, if the government deter- 
mines upon doing this business in the postal cars, that they 
shall be duly compensated for the extra facilities furnished 
and the risk and responsibily assumed. 

We have not one word to say against railway mai rs 
making their lines earn all the money in their power; but 
when they become parties to depriving the express companies 
of a portion of their business, which business formed the 
basis of their contracts, and for which they receive pay with- 
out performing the service, they should be willing to do jus- 
tice by modifying their contracts and reducing the compen- 
sation accordingly.—-The Expressman’s Monthly. 


Imperial Luxury in Cars. 


| On Saturday the Ashbury Railway Carriage and ‘Iron 
| Company, Limited, Openshaw, near Manchester, completed 
two saloon carriages for the Imperial family of Russia. For 
| chasteness of design, artistic finish and the general richness 
| and beauty of the appointments and furniture, the carri 
are certainly unique, and cannot fail to enhance the high 
| reputation of the company. The carriages will be princi- 
| pally used by the Grand Duke Michael and his consort on 
the Poti-Tiflis Railway. ey are much larger than the car- 
riages which run on the various railways in this country. 
The length is 29 ft. 214 in. over the ends of the panels, 10 ft. 
wide, and 8 ft. 814 in. high from the floor to the roof in the 
centre. The saloon for his Imperial Highness is entered 
from a promenade corridor running across the end, and lead- 
ing into a side corridor. A door in the side corridor opens 
| into the retiring-room of her Imperial Highness the Grand 
| Duchess. The interior of this apartment is very elegantly 
| upholstered and embellished. The trimmings are of the 
finest Parisian silk, in black, amber and pink; the ceiling is 
| festooned, and the curtains for the windows and the coun- 
terpane also consist of black, amber and pink silk. Each 
| window is furnished with a my het curtain in granite- 
| colored silk. The lavatory is finished in maple, with a 
|marble slab and a handsome mirror, and there will 
be a constant supply of hot and cold water when the car- 
| riages are in use. On leaving this room and passing a little 
| distance along the corridor the dining or day saloon is en- 
tered. This isa spacious and beautifully-furnished apart- 
ment, being 11 ft. 9 in. long by 9 ft. 4 in. wide. I[t 
contains a couch, a central table, lady’s and gentleman's 
chairs, console, with marble slab and mirror in ebony frame. 
This room is upholstered in embossed leather, the colors be- 
ing rich bronze, red and gold, and relieved with ebony mold 
ing. There isa fine central window on each side of the 
| room, and there are also four movable windows, all fitted 
with spring roller blinds in silk. In addition to silk curtains 
the central windows are furnished with rich tapestry sliding 
curtains. Curtains of the same material divide the room 
| from the side corridors. By an ingenious arrangement air 
is drawn into the room, and after passing over ice, which is 
| contained in the column of the central table, it becomes dry 
| and cool, and in that state circulates throughout the interior. 
This room will be lighted at night by a handsome five-light 
candle chandelier suspended from the ceiling. The floor is 
| of polished oak: this in summer will be covered with Chinese 
matting, and in winter it will be laid with a beautiful hand- 
|made carpet, harmonizing in color with the embossed 
leather. djoining the day saloon is the Grand Duke's 
| bedroom. he bed has a most luxurious appearance. 
| The trimmings are in rich woolen cloth, the pattern bein 
| a vase containing flowers with birds drinking. The ceiling is 
elaborately painted, the style and colors corresponding with 
| the color and patterns of the trimmings, the imperial eagles 
and monogram standing out in bold relief: The lavatory is 
| richly furnished with walnut and silver furniture. The sec- 
| ond saloon is intended for the suite or attendants of the Im- 
ewe family. The two saloons are connected by a covered 
exible way. The first compartment of the second saloon 
opening out of the corridor, contains the heating apparatus. 
By an ingenious contrivance both saloonscan be warmed by 
hot water to any temperature required. In this room there 
are also a lavatory and an ice-chamber. The next compart- 
ment is fitted up like an ordinary first-class carriage, the 
trimmings consisting of drab cloth. Adjoining this room is 
a compartment with a accommodation for four per- 
sons, and it is fitted with mattrasses, pillows, bolsters, etc., 
on the same principle as that adopted by the Mann e 
ing Carriage Company for Continental railways. At the 
rear of this carriage is a smoking saloon, furnished and up- 
holstered very handsomely. e sides are covered with 
embossed leather, and the tables and chairs have a most 
elegant appearance. The arrangements for lighting and 
ventilation are similar to those in the other saloons. Elec 
tric communication is established throughout both saloons. 
As the carriages are for use in a climate subject to extremes 
of heat and cold, they have been constructed with double or 
sun roofs. All the windows have double glass frames, and 
fine wire gauze blinds fur summer use. Inside the exterior 
panelling are layers of paper, and the space between this 
and the inside casing is filled with sawdust. The c 
are each carried on two four-wheeled bogies, constructed 
with all the most recent improvements. e wheels are 
Mansell’s patent with crucible cast-steel tires. A powerful 
brake is attached to each carriage. The exterior of the car- 
riages is painted a rich ultramarine blue. The corners of 
the panels are relieved with handsomely-painted scroll-work, 
and in the centre of each is the Imperial coat of 
arms, painted with much taste and finish. The carriages 
were built from the designs and under the direct svperin- 
tendence of Colonel William d’Alton Mann.—Capital and 
Labor. 





The Philadelphia & Reading Steam Colliers. 


| A very important adjunct in the coal transportation busi- 
| ness of the Philadelphia & Railroad C apenty fa the 
| splendid line of steam colliers owned and — y the 
company, with Mr. John L. Howard as Superintendent. 
per A to difficulties about freight rates, but chiefly to have 
| additional transportation facilities to enable the company to 
| Successfully compete with other shippers who might have a 
ey wrciore advantage, as New York is nearer to points of 
| heavy consumption than we are, the officers of the company 
| considered the propriety of building a line of steam colliers, 
, and finally agreed to enter upon the movement. This wasin 
1869, and six steamers were built in that reer and in 1870. 
The Rattlesnake, Centipede, Achilles, Hercules and Pan- 
ther were constructed by Reaney, Son & Archibold, and the 
Leopard by the Harlan & Hollingsworth works at Wilming- 
ton. The carrying capacity of these vessels ranged from 
500 to 1,025 tons. 
The first collier completed was the Rattlesnake, and she 
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began 0 
Centipede, September, 1869; Achilles, March, 1870; Hercules, 
May, 1870; Leopard, July, 1870; and Panther, in August, | 
1870. 

After an experience covering a period of nearly four years | 
it was found that the six steamers were not only a success, | 
but that they were totally inadequate to carry on the largely 
increasing business. In 1874 the tonnage increased from | 
4,800 to 16,000 tons. It was therefore decided to increase 
the fleet, and during the year 1874 the Reading, Harrisburg, 
Lancaster, Williamsport, Allentown and Pottsville, built by 
the Messrs. Cramp, and the Perkiomen and Berks, built by | 
John Roach & Son, were added. These vessels, with the ex- 
ception of the Berks, were all larger than the first lot, six of | 
them having a carrying capacity of 1,650 tons each. ve 

The steamers are all built of iron, in the most substantial 
manner, and with water bottoms. The entire construction 
is with a view of having the steamers especially adapted to 
the carrying of coal, as they do not bring any return cargo. | 
The ships are of great strength, so as to enable them to lie | 
coxeunll with a full cargo on board, as they frequently do | 
at the other end of the route. The substantial character of 
the vessels is shown by the fact that notwithstanding many | 
difficulties in navigation at some of the points to which they 
have been sent, only one of the vessels—the Leopard—has 
been lost, and that was in June last. All are provided witb 
the best kind of machinery. | 

We have to take Philadelphia as a starting point and sup- 
pose a steamer has just been made fast toa pier. The cap- | 
tain finds there a train of cars with a sufficient amount of | 
coal to fill his vessel. The hatches have been opened pre-| 
vious to the vessel coming into the dock. In a very short | 
time the loading commences, and is continued in the quick- | 
est way—by shutes into the hold of a vessel. No time is 
lost in the operations of one of these colliers. They gener- | 
ally leave for their destination at daylight on the or fol- | 
lowing their arrival here. As soon as the hatches are closed | 
the vessel starts, and the work of cleaning up the decks is | 
performed during the trip down the river. At the place of | 
destination the hour for the arrival of the steamer is known | 
some time before, and where the vessel is moored there is | 
always a small army of men ready to go to work unloading | 
the cargo. No preparations are necessary, as all of the 
hatches have been opened and other arrangements made be- 
fore by the crew of the steamer, The unloading is done by 
means of large buckets, which are filled in the hold | 
and are drawn up by machinery at the rate of| 
two or three per minute, and then the coal is| 
dumped into cars or into bins, as required. Dispatch is the | 
great consideration, and 1,650 tons of coal have been dis- | 
charged in 1114‘working hours. This was at Salem, Mass. 
At other places the unloading is not done quite so rapidly. 
After the discharge of the cargo, water istaken in as ballast. 
and upon arriving at Port Richmond, the water is pum 
out. The system of running the colliers is very complete. 
When a steamer reaches its destination the captain tele- 
graphs the hour of his arrival and the hour when he will 
sail, and here, by an arrangement of whistle signals, intelli- 
gence is obtained at Port Richmond that the vessel is com- 
ing up the river, and when she arrives there preparations 
have already been made for loading her, as has been pre- 
viously mentioned. 

Some of these colliers have at times made trips to almost 
every port along the coast from Portland to Aspinwall, but 
the greater portion of the trade is with ports between New 
York and Portland. The average paw 9 of the steamer is 
about ten miles per hour. 

The Pottsville, it will be remembered, made a voyage to 
Havre last spring to take the exhibits of the Philadelphia & 
Reading Rail Company for the Paris Exposition. She 
made the run in sixteen days, and her engines were never 
slowed or stopped during the trip. It was found that asa 
coal-carrying vessel she was much superior to the English 
colliers, and she was visited by a large number of persons, 
and excited universal admiration. 

As stated before, no time has been lost in the operation of 
the colliers, and the total number of voyages made by the 
fleet of fourteen steamers during 1877 was 526; miles run, 
483,236; coal carried, 602,496 tons. From June, 1869, 
when the first steamer was run, until the close of 1877, the 
colliers made 2,107 voyages, ran 2,046,498 miles and car- 
ried 2,099,036 tons of coal. 

The total cost of the steamers, as per report of the Phila- 
delphia & Reading Railroad vege go was $2,671,000, and 
notwithstanding the low rate of freight which prevailed 
during the whole of last year, the line paid about 10 per 
cent. on the —- nal cost, exclusive of insurance. The re- 
ceipts were $652,454.87, and the expenses $411,723.37 (in- 
cluding a charge of $73,800 for insurance fund), leaving 
$240,731.50 as net profits. — Philadelphia Bulletin. 





The Blue Process of Copying Tracings, etc. 


This process is now extensively used in the drawing- 
rooms of a number of firms and companies, and saves not 
only much labor but a great deal of weariness to the junior 
draftsmen to whose lot it usually falls to make copies or 
tracings of drawings. In the oftice of Messrs. William Sel- 
lers & Co., and in the drawing-room of the Pennsylvania Rail- 
road at Altoona, all tracings, when more than one copy is 
required, are made by this method. It is described as fol- 
lows in a short paper read Mr. P. Barnes before the Institute | 
of Mining Engineers. 

The process is believed to be of French origin, and has 
been used for many years.* Special attention seems to have 
been directed to it recently, and its great value to engineers 
appears likely to be fully — 4 

The manipulations — are of the simplest possible 
kind, and are entirely wi 
any office boy who can be 
nary press. 

These particulars may be summarized somewhat thus : 

1. ee a flat board as large as the tracing which is to 
be copied. 

2 Pa y on this board two or three thicknesses of common 


to copy a letter in an ordi- 


rations in June, 1869. She was followed by the | 


hin the skill and comprehension of | © 





Frage or its equivalent, to give a slightly yielding backing 
or the paper. 

8. Lay on the blanket the prepared paper with the sensi- 
tive side upperm 

1. Lay on this paper the tracing, smoothing it out as per- | 
fectly as possible so as to insure a perfect contact with the | 
paper. 

5, Lay on the tracing a plate of clear pins, which should 
be heavy enough to press the ti close down upon the | 
poe’. Ordinary plate-glass of 3” thickness is quite suf- | 
ficient. 

6. Expose the whole to a clear sunlight, by pushing it out 
on a shelf from an o} window, or in any other conve- 
nient way, for six to ten utes. If a clear skylight only- 


* The introduction of this process into the United States is due 
principally to Mr. A. L. Holley, who first drew the attention of | 
American engineers to its simplicity and convenience. Mention | 
was also made of the process at the meeting of the Institute in | 
New York, in February, 1877, by Mr. Ogden Haight. | 
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can be had, the exposure must be continued for thirty or 
forty-five minutes, and under a cloudy sky, sixty to ninety 
minutes may be needed. 

7. Remove the prepared paper and drench it freely for one 
or two minutes in clean water, and hang it up by one corner 
to dry. 

Any good hard paper may be employed (from even a leaf 
from a press copy-book up to Bristol board) which will bear 
the necessary wetting. 

For the sensitizing solution take 1% oz. citrate of iron and 
ammonia and 8 oz. clean water ; and also, 144 oz. red prus- 
siate of potash and 8 oz. clean water ; dissolve these sepa- 
rately and mix them, keeping the solution in a yellow glass 
bottle, or carefully protected from the light. 

The paper may be very conveniently coated with a sponge 
of four inches diameter, with one flat side. The paper may 
be gone over once with the sponge quite moist with the solu- 
lution, and a second time with the sponge squeezed very dry. 
The sheet should then be laid away to dry in a dark place, as 
in a drawer, and must be shielded from the light until it is 
be used. When dry the paper is of a full yellow or bronze 
color; after the exposure to the light the surface becomes a 
darker bronze, and the lines of the tracing appear as still 
darker on the surface. Upon washing the paper the charac- 
teristic blue tint appears, with the lines of the tracing in 
vivid contrast. 

It will readily be seen that the process is strictly photo- 
graphic, in the ordinary sense of the word—the tracing tak- 
ing the place in the printing of .the ordinary glass negative: 
Hence all details are closely reproduced, even to the texture 
or threads of the tracing-cloth. 

A working drawing thus made furnishes its own back- 
ground, and does not require to be placed over a white 
ground, as is often the case with a tracing. If desired the 
copy can be made upon common bond paper, which can be 
mounted en a board in the usual way. 


Inasmuch as such copies can be made from tracings only, 
it — be well to suggest, and urge, that drawings can be 
comple’ 90n paper in the usual 


ted or nearly so in pencil . 
way, and that all the inking can be done upon tracing-cloth 
laid upon the pencil-work. In this way the cost of the trac- 
ing (in the ordinary sense) can be wholly saved, and the 
single copy of the finished tracing can thus be made in the 
“blue” way to the best possible advantage. 

It may safely be said that this method of copying can _ be 
employed if only one or two copies per week are needed of 
ordinarily complex drawings, with excellent results and 
with a very important saving of time and money. 

A ready means of adding to or correcting the blue copies 
may be found in the use of a solution of carbonate of soda or 
potash, used with a pen or brush. 





®©eneral QMailroad DWlews. 
MEETINGS AND ANNOUNCEMENTS. 
M eet ings. 


Meetings will be held as follows: 

Ashtabula, Youngstown & Pittsburgh, meeting of bond- 
holders and stockholders to reorganize the company in ac- 
cordance with the agreement, at the Tod House in Youngs- 
town, O., Sept. 25, at 11 a. m. 

Northern Pacific, annual meeting, at the office, No. 23 
Fifth avenue, New York, Sept. 25, at noon. 


Railroad Conventions. | 

The General Ticket and Passenger Agents’ Association 
will hold its regular semi-annual meeting in Chicago, Sept. | 
13. 

The General Time Convention will hold its fall session at 
the Grand Pacific Hotel, Chicago, Oct. 10. 

The Railroad Claim Agents’ Association will meet at the | 
Planters’ Hotel, St. Louis, Oct. 15. 

The Southern Time Convention will hold its fall session at 
the Windsor Hotel, New York City, Oct. 17. 

The annual convention of the Brotherhood of Locomotive 
Engineers will be held in Indianapolis, beginning Oct. 16. | 

The next regular meeting of the American Institute of 
Mining Engineers will be held at Lake George about the 
first of October next. 

Foreclosure Sales. 

The Detroit & Milwaukee road was sold in Detroit, Mich., | 
Sept. 4, the sale having been postponed one day by a tempo- 
rary injunction granted but afterward dissolved. The sale 
was under decrees of foreclosure of the first and second | 
mortgages granted by the Michigan Circuit Court, and was 
= to two small prior mortgages on sections of the | 
road. The Dake se was bought for about $3,500,000 for | 

e 


account of ndholders who have joined in the plan of | 
reorganization, under which the new company will cor- 
trolled by the Great Western, of Canada. A protest against 


the sale was filed by the bondholders not joining in the sale, 
and some further litigation is possible. The road is 189 
mileslong, from Detroit to Grand Haven, on Lake Michi- 


n. 
oeThe European & North American Railway for Extension 
from St. John Westward, otherwise the New Brunswick Di- 
vision of the Huropean & North American road, was sold at | 
St. John, N. B., Aug. 31, under foreclosure of the first mort- | 
gage. Bought for $37,000 for account of the bondholders, | 
who are already incorporated under a special charter as the | 
St. John & Maine Company. The road is 9119 miles long, | 
from St. John, N. B., to Vanceboro. The first-mortgage | 
bonds outstanding are $2,000,000 and are chiefly held in | 
England. In 1872 the company was consolidated with the | 
European & North American, of Maine, but the consolida- | 
tion was broken up by foreclosure proceedings under the | 

te mortgages. 
he sale of the Montclair d& Greenwood Lake road has 
again been postponed, from Aug. 31 to Sept. 7, at Jersey | 


City, N. J 
The sale of the Paris & Danville road has been ostpomed | 
2. | 

Railway Association. 


by order of the United States Circnit Court, until 
Southwestern 
At the monthly meeting in Chicago, Aug. 28, the late | 
changes in rates east from Missouri River points, were con- 
firmed, the rates being as follows for fo class per 100 | 
Ibs.: To St. Louis, 20 cents; East St. Louis, 22 cents; Chica- | 
go, 30 cents; Milwaukee, 321¢ cents; Toledo, 383 cents. It 
was agreed to withdraw a recent announcement that 220 
sacks of flour will be taken as equivalent to 100 barrels. 
After some discussion it was voted that the power to make 


rates from competitive points in Kansas and Nebraska is en- 
tirely with the Association. 


The Saratoga Conference. 


The official report of the proceedings of this conference is | 
jest | pobtiahes, and from it we take the following report of | 

e Western Executive Committee in conjunction with the 
Trunk Line Executive Committee, made Saturday, Aug. 24, 
which gives a more definite statement than our report last 
week contained : 


‘1, In regard to live stock differences at St. Louis. The | 


| the Railroad Golesiorinn, in place of Ex-Gov. C. C. 
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Committee of St. Louis Lines to whom the subject was re- 
ferred having failed to agree on percentages, the question was 
submitted by agreement to arbitration, Alfred Gaither and 
William Bliss being elected as such arbitrators. It was 
agreed by the St. Louis lines that the decision of said arbi- 
trators would be binding on all the lines in interest for a period 
of six months from Sept. 1, 1878. The arbitrators, after 
hearing the views of the parties in interest, made the follow- 
ing division of the business, viz. : 
VAR EDs 5 vs ni9jo. 9 comasinee, 6s 
SEE 00, BIOMED 6.6.5 000.0.0c00e00 veshessses 
bo Se a eee 

Chicago & Alton 
Ohio & Mississippi PSR Ss ba 

‘*2. That the net rates on dressed beef shall be 50 per 
cent. above the net cattle rates. 

‘“*3. That the rate on lumber shall be charged at fourth- 
class rates from the present time until May 1, 1879. 

‘* 4, That the existing difficulties in passenger business out 
of St. Louis shall be corrected as follows : That the issue of 
‘ advertising tickets,’ round-trip tickets and all tickets from 
St. Louis or East St. Louis to Eastern points at less than 
full agreed rates be discontinued to-day, and also that the 
payment of rebates, commissious or their equivalent to 
ticket-brokers (scalpers) be discontinned at once. 

‘5, That the difference between the all-rail and lake-and- 
rail rates from Chicago shall be as follows : Flour, 10 cents 
er barrel ; fourth class (excepting grain, pork in barrels, 
ard and flax or grass seed), 5 cents per 100 Ibs. 

‘*6, That the live-stock rates from Chicago to New York, 
taking effect Sept. 2, shall be 60 cents per 100 lIbs., actual 
weight, and that rates on live stock from East St. Louis shall 
be 65 cents per 100 Ibs, actual weight : other competing 
points in proportion to the Chicago rate. 

“7. That rates be advanced, to take effect Monday, Sept. 
2, to the basis of 35 cents per 100 Ibs., Chicago to New York, 
and that only the articles of wheat, corn, oats, rye and bar- 
ley remain at the present rate of 30 cents per 100 Ibs. ; flour, 
double grain rate per barrel. 

“oh at no return passes whatever, shall be given to 
shippers of live stock, or men in charge of same, but that the 
issue of free passes in account of live stock shall be confined 
to men in charge of the same issued for and good for passage 
only on the trains on which their stock is hauled. Such 
passes to be issued as follows : 

**One pass for one, two or three cars. 

‘* Two passes for four or five cars. 

‘Three passes for six to ten cars, inclusive. 
ten cars, as above provided.” 

This report of the joint committees was, on motion of Mr. 
John Newell, received and adopted, and ratified unani 
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346 per cent. 
3° 
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mously. 


ELECTIONS AND APPOINTMENTS, 


Albert.—At the annual meeting in Hillsboro, N. B., Aug. 
19, the following directors were chosen: Robert T. Clinch, 
A. E. Killam, John Lewis, George McKean, W. H. Thorne, 
The board elected A. E. Killam President and Manager; 
Thomas McHenry, Secretary; Elisha Tingley, Treasurer. 


Albany & Susquehanna—At the annual meeting in 
Albany, N. Y., Sept. 3, the following directors were chosen: 
Thomas Dickson, Minard Harder, J. Pierpont Morgan, 
Henry M. Olmstead, Robert M. Olyphant, W. L. M. Phelps, 
Robert H. Pruyn, James Roosevelt, Henry Smith, Charles 
Tracy, Arnold B. Watson, John Westover, Coe F. Young. 
The board elected Coe F. Young President; Robert H. Pruyn, 
Vice-President; W. L. M. Phelps, Secretary and Treasurer. 
The road is leased to the Delaware & Hudson Canal Com- 
pany. 


Anderson, Lebanon & St. Louis. —Mr. U. F. Rogers, Treas- 
urer, should be addressed at Stamford, Conn. 


Atlantic & North Carolina.—The officers of this road are 
now as follows: John Hughes, President; W. H. Oliver, 
Secretary and Treasurer; Wm. Dunn, Freight Agent; Jos. 
Fulford, Bookkeeper; Basil Manly, Master Machinist. Of- 
fices at Newberne, Craven County, N. C. 


Boston, Hoosac Tunnel & Western.—The directors recently 
chosen are: Elisha Atkins, John R. Brewer, Wm. L. Burt, 
John W. Candler, Wm. L. Claflin, F. Gordon Dexter, A. A. 


| Gaddis, Bost n; John B. Alley, Lynn, Mass.; Frederick L. 


Ames, North Easton Mass. ; George I. Post, Fairhaven, Conn. ; 
George R. Blanchard, New York; Coe F. Young, Honesdale, 
Pa. The board met in Boston, Aug. 31, and elected officers 
as follows: President, Wm. L. Burt; Vice-President, John 
R. Brewer; Secretary, Theodore Voorhees; Treasurer, Estes 
Howe; Executive Committee, Wm. L. Burt, J. R. Brewer, 
E. Atkins, F. G. Dexter; Finance Committee, Wm. L. Burt, 
E. Atkins, F. L. Ames, F. G. Dexter. 


Brooklyn, Flatbush & Coney Island.—At the annual meet- 
ing in Brooklyn, N. Y., Sept. 2, it was resolved to reduce 
the number of directors from 26 to 18, and the following 
were chosen: James Jourdan, John Lefferts, Benjamin G. 
Hitchings, Charles Storrs, Albert Daggett, Robinson Gill, 
Thomas Sullivan, James N. Smith, A. B. Baylis, Henry C. 
Murphy, Benjamin F. Tracy, Stephen H. Harriman, and 
William Marshall. Inspectors of Election: Daniel Chauncy, 
John Williams, and John J. Stedwell. 


Burlington, Cedar Rapids & Northern.—Mr. Robert Wil- 
liams is appointed Purchasing Agent, in place of George 8. 
Winslow, deceased. Office at Cedar Rapids, Ia. 


Canada Central.—At a meeting held in Brockville, Ont., 
Sept. 3, the board elected John G. Richardson, President; C. 
Matthear, Treasurer; Arthur Baker, General Manager; T. 
A. McKinnon, Superintendent. 


Chautauqua Lake.—The officers of this company (success- 
or to the Buffalo. Corry & Pittsburgh) are: President, G. F. 
Lewis; Secretary and Treasurer, W. E. Lewis. Offices at 
Mayville, Chautauqua County, N. Y. 


Cheraw & Chester.—Mr. W. H. Hardin has been reélected 
President, and D. Hemphill, Secretary and Treasurer. 


Chesapeake & Ohio.—Mr. 8. T. De Ford, Jr., is appointed 
Northwestern Passenger Agent, and Mr. P. P. Young South- 
western Passenger Agent, with offices at Cincinnati, O. 


Danville & New River.—This company was organized 
at a meeting held in Martinsville, Va., recently, by the 
election of the following directors: C. G. Holland, James E. 
Schoolfield, C. Y. Thomas, Danville, Va.; H. C. Lester, W. 
A. Sheffield, 8. G. Whittle, Henry County, Va. The board 
elected C. Y. Thomas President. 


Denver & Rio Grande.—Mr. W. A. Bell has been chosen 
Vice-President in place of R. H. Lamborn, resigned, Office 
at Colorado Springs, Col. 


Iowa Railroad Commission.—The Governor of Iowa has 
appointed Mr. M. C. Woodruff. of Dubuque, a member of 


ter, resigned. Mr. is editor of the ‘Dubuque 


Times, and is said to be an active and able man. 
Knowxville @ Ohio.—Mr, G, J. Kinzel is appointed Master 
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of Transportation and Road-Master, with office at Knox- 
ville, Tenn. He succeeds J. L. Moses, Superintendent, that 
office being abolished. 


Memphis & Charleston.—The general offices have been 
temporarily removed from Me:mphis, Tenn., to Huntsville, 
Ala., on account of the yellow fever epidemic in the former 
city and the stoppage of business there. 


Midland, of Canada.—Mr. G. A. Cox, of Peterboro, Ont.» 
has been chosen President, in place of Adolph Hugel, re- 
signed. Mr. Charles Percy is appointed “ 


Minnesota Midland.—Mr. Charles Cox, late of Turner 
Junction, Ill, has been appointed Superiutendent of Tele- 
graph. 


Ohio & West Virginia.—This company was recently or- 
ganized to buy and complete the Columbus & Gallipolis road, 
by the election of the following directors: James Ballard, 
D. W. Caldwell, Edward Deletombe, J. B. Hall, J. C. Har- 
ver, George MceQuigg, Samuel Thomas, Charles C. Walcutt. 
‘he board elected J. B. Hall President; Charles C. Walcutt, 
Vice-President; Theodore B. Gordon, Secretary and Treas- 
urer. 


Port Jervis & Monticello.—Mr. F, J. De Peyster has been 
chosen President, in place of Henry Day, resigned. 


Portsmouth & Dover.—At the annual meeting in Ports 
mouth, N. H., recently, the following directors were chosen 
Frank Jones, Daniel Marcy, William H. Gise, Albert R. 
Hatch, Portsmouth, N. H.; Oliver Wyatt, Andrew H. Young, 
Checks E. Sawyer, Dover, N. H. The road is leased to the 

astern. 


Quebec, Montreal, Ottawa & Occidental.—Mr. Charles A. 
Scott has been appointed Superintendent by the Government 
of the Province of Quebec. 


St. John & Maine.—The directors of this company, which 
has bought the New Brunswick Division of the Euro 
North American road are: E. R. Burpee, 8S. L. Tilley, St. 
John, N. B.; F. Giles, D. W. Hill, Alexander Garrawa 
Thompson, Andrew Wark, George Weld, London, England. 


Southern Minnesota.—Mr. W. C. Van Horne has been 
elected President, in place of C. B. Gold, resigned. Mr. Van 
Horne continues to be General Manager also, and retains his 
office at La Crosse, Wis. : 


PERSONAL. 


—Capt James B. Eads, Chief Engineer of the St. Louis 
Bridge and now engaged in building the jetties at the mouth 
of the Mississippi, has received an autograph letter from the 
Emperor of Brazil requesting him to to that country. 
The Brazilian Minister at Washington is instructed to ne 
tiate for Capt. Eads’ services under the Minister of Public 
Works of Brazil. 

—Mr. Robert G. Rankin died at his residence in Newburg, 
N. Y., Aug. 29, aged 72 years. He was at first a lawyer, 
but afterward an engineer for many years, and at the time 
of the building of the Hudson River Railroad was Land 
Agent and Consulting Engineer for the division from Peek- 
skill to Poughkeepsie. He was one of the first projectors of 
the Panama Railroad; he made the first te of the Bos- 
ton, Hartford & Erie, and was fora time its General Agent 
and Consulting Engineer. 

—Mr. Samuel D. Babcock, President of the New York, 
Providence & Boston Company, has retired from the bank- 
ing firms of Babcock Brothers & Co., of New York, and B. 
F. Babcock & Co. of Liverpool. Mr. Babcock has been in ac- 
tive business 48 years and founded his banking firm in New 
York 25 years ago. 

—Among the many petitions in bankruptcy filed in New 
York just before the expiration of the bankrupt law are 
those of John Stephenson & Co., the well-known horse-car 
builders, with liabilities $159,208. The petition is filed by 
the junior partners, Mr. Stephenson declining to join. Other 

vetitions are those of Allan Hay, soap manufacturer and 
formerty President of the New York, West Shore & Chi 
Company, and Emanuel B. Hart, a prominent local poli- 
tician and Transfer Agent of the Texas & ific. 

—Worthington C. Smith, a director and formerly Vice- 
President of the Central Vermont Company, has filed a pe- 
tition in bankruptey. His principal liabilities are as endors- 
er for the bankrupt St. ‘Alsens Foundry Company to the 
amount of $140, ; his assets are some real estate and a 
claim against the same company for about $110,000. He 
was generally supposed to be a rich man. 

—Mr. C. H. Comee, Assistant Superintendent of the Ver- 
mont & Massachusetts Division of the Fitchburg Railroad. 
died of consumption in Fitchburg, Mass., Sept. 1. He had 
been connected with the road for a long time, and was 
highly esteemed both as a railroad officer and a citizen. 

—Mr. John Remmer, General Accountant of the Pull- 
man Palace Car Company, and formerly an important 
officer of the Illinois Central Railroad Company, a very 
diligent and faithful official, died of hemorrhage of the 
lungs on a steamer in which he was returning from ay 
just as it was enteri New York harbor Sept. 1. r. 

emmer was a native of England. 

—Mr. John B. Calhoun, for many years Land Commis- 
sioner of the Illinois Central Railroad, very widely 
known in Chicago and the Northwest, died suddenly of 
apoplexy Aug. 30 at his home in Hyde Park, near nee 
Mr. Calhoun, who wasa native of Cornwall, Conn., was 
years of age at the time of his death. 


TRAFFIC AND EARNINGS. 


Pacific Through Rates. 

The following circular was issued Sept. 3 by the Pacific 
Mail Sgn 2 Company : 

‘* Notice is hereby given that, from this date and until 
further notice, the g hereinafter mentioned will only Le 
carried by this line at special rates, to be named prior to the 
departure of each steamer, and to be inserted in a special 
permit, issued for the purpose of shipping. 

‘* Bird-cages, stamped ware, tin ware, and wire goods ; 
blankets, canvas, clothing, comfortables, cotton bags and 
bagging, cotton piece goods, dry goods, Sack, enameled 
cloth, quilts, woolen Ss, and ya! 
shipped at owner’s risk of Gores gs un written release ; 
carriage or buggy tops, packed in tight boxes, com) 
inclosing them, or in open boxes, crates or skeleton frames, 
when not too large for ship’s hatches ; furniture, set up and 
well boxed ; chairs and other furniture of all 
heretofore classified lower than fourth class ; pianos, organs, 





melodeons, and other musical inst: well boxed ; rib- 
bons, silk goods, thread, shoe-thread, and in cases or 
in bales, shipped at owner’s risk of written 


— ; rubber oa a oe , and rubber Bc od 
not otherwise spec’ ; rubber druggists’ ; 
hose, in cases and in bales, neue? 

These are the same goods upon which rates were lately raised 
by the Pacific railroads, and it is said that the steamer rates 


’ 


will be $8 or $10 per 100 Ibs. on an average, but the officers 


of the company deny this, and say that the rates will be 
lower rather t higher. It is supposed that low rates will 
be given when shippers contract to ship all their freight by 


rail or steamer, and not to ship coarse goods by sail around 
Cape Horn. 
Railroad Earnings. 
Earnings for various periods are reported as follows: 
Year ending June 30: 





Norfolk Cotton Business. 
Cotton receipts at Norfolk, Va., for August were 1,240 
bales, a decrease of 53 bales, or 4.3 per cent. For the cotton 
year ending Aug. 31, the receipts were as follows, in bales: 





1877-78. 1876-77. Inc. or Dec. P.c. 

At., Miss. & Ohio R. R..... 218,516 218,596 D. AE 
Seaboard & Roanoke R. R. 169,471 250,180 D. 80,709 32.3 
Canals and otherwise...... 41,220 40,836 I. 384 «(0.9 
, RS Ate 429,207 509,612 D. 80,405 15.8 


Of the —_— this year 190,077 bales were local, con- 
signed to Norfolk, and 239,130 were bound through to points 
beyond. Exports for the year were, in bales: Coastwise, 
271,144; Great Britain, 157,153; other European countries, 
2,204; total, 430,501. being a decrease of 78,192 bales, or 
15.3 per cent., from the previous year. 
East-Bound Rates. 
The new tariff which went into effect 


following rates in cents per 100 Ibs. from to New 





York, with the usual differences of 2 cents = 00 Ibs. in 
favor of Philadelphia and 8 cents in favor of itimore, and 
Boston and New land rates 10 cents higher on the two 
upper classes and five cents on other freights: 
Class. —s Boxed 
i. 2. 3. 4. Grain. meats. 
120 90 70 35 30 35 
Bulk Barreled. Dressed Poultry and Grass 
meats. meats, etc. meats. game. Cheese. seeds. 
40 35 90 70 50 35 


Compared with the tariff of Aug. 17, this shows an ad- 
vance of 5 cents in fourth c boxed, bulk and barreled 
meats and and of 15 cents in dressed (fresh) meats. 
Agents and shippers ure requested to load cars to their full 
capacity of 24, to 26,000 Ibs. each. When a lined box or 
fruit car is farnished for cured meats an extra charge of 5 





cents per 100 Ibs. is made, and when a refrigerator car is 
| furn: for cured meats there is an extra charge of 10 
| ceuts, the ice to be furnished by the shipper. A charge of 2 


cents per 100 Ibs. is made on freight for which cars are sent 
| to packing or slaughter houses in Chicago. 


Grain Movement. 

Receipts «nd shipments of grain of all kinds at the eight 
leading Northwestern markets for the year have been, in 
bushels, for the weck ending Aug. 24 of the past six years as 
follows: 

1878. 1877. 1876. 1875. 1874. 1873. 
9,015,180 - 5,331,515 4.280,052 4,420,986 5,063,941 6,865,938 

The receipts this year exceed even the enormous ones of 
last week, and are 30 per cent. ter than the receipts for 
the corresponding week in 1878, when the August move- 
ment was extraordinary. 

The shipments of the same markets for the same week 
have been: 

187 


(A 1876. 1875. 1874. 1873. 
632,809 


3,872,963 3,146,585 3,165,646 3,642,064 
The shipments this year were 24 per cent. ter than last 
ear, when they were very large. It is n however, 
hat for some weeks the receipts have been ly greater 
than the en oye indicating an accumulation of stocks in 
elevators which will favor an advance in freights. 
Of the above shipments the number of bushels and the per- 
centages of the totals shipped by rail have been: 
1878. 1877. 1876, 1875. 1874. 1873. 
1,303,453 1,036,221 ieee 1,025,704 606.194 647,364 
22.8 p.c. 22.6 p. c. .3p.c. 32.6p.c. 19.2 p.c. 17.7p.c. 
The tity coming forward by rail does not much in- 
crease, but the shipments by lake must be among the largest 
ever 


made. 
For the same week the receipts at the seven Atlantic ports 
have been: 


1878. 
5,725,812 4. 


1878. 1877. 1876. 1875. 
6,823,013 4,493,252 3,227,600 1,664,312 

This year the receipts are 51 per cent. 
when they were remarkabl for an 

Of the recei 


1874. 1873. 
3,480,346 3.241,737 | 
than last, 
po 


year 





rived at New Fox, 158 at Baltimore 12.6 at Philadelphia, | 


1877-78. 1876-77. Inc. or Dec. P.c. 

Conn.& Passumpsic 

eae $558,612 $604,596 D. $45,984 7.6 

Expenses.......... 336.021 360,285 D. 24,264 6.7 | 

Net earnings...... $222,591 $244,311 D. $21,720 8.9 

Earnings per mile 3,80 4113 D 313 7.6 

Per cent. of exps. 60.15 59.59 1. 0.56 0.9 

Eight months ending Aug. 31: 

1878. 1877. 

Chi., Mil.& St. Paul. $5,428,000 $4,190,812 I. $1,237,188 29.5 
Seven months ending July 31: 

At., Miss. & Ohio... $889,251 522 D. $271 0.3 

Bur., Ced. R. & No. 888,538 501,958 I. 386,580 77.0 
Net earnings..... 248,022 99,254 I. 148,768 149.8 
P. c. of expenses. 72. 80.22 D. 10.13) (12.7 

Mobile & Ohio..... 1,032,110 923,781 I. 108,329 11.7 

St. Paul & Sioux 
_ ._ Rr 332,833 248,337 L 84,496 34.0 

Sioux City & St. 
iad wa d'ned s 50 207,284 134,576 I. 72,780 54.0 

Southern Minnesota 427,184 254,804 I. 172,380 67.7 
Six months ending June 30: 

Northern, of Canada $323,217 $338,110 D. $14,893 4.4 
Net earnings...... 110,412 125,026 D. 14,614 117 
P.c. of expenses. 65.88 63.04 I. 2.84 4.7 
Month of July: 

At., Miss. & Ohio... $127,441 $133,404 D. $5,963 4.5 

Atlantic & Great 
Western...... .... 303,601 301,730 LL 1,871 0.6 

Mobile & Ohio...... 95,676 96,932 D. 1,256 1.3 

St. Paul & Sioux 

DUET SeseGee dco 47,720 40,597 I. 7.123 «(17.5 

Sioux City & St. ‘ 

RE 27,520 21,048 I. 6472 30. 

Southern Minnesota 53,201 46,951 I. 6.250 13.2 
Month of August: 

Chi., MiL& St.Paul. $523,000 $677,050 D. $154,050 22.8 
Third Week in August: 

Atchison. Topeka & 

nae es $117,500 75,425 1. $42,075 59.8 

Chicago, Mil. & St. 

Bere 113,000 144,104 D. 31,104 21.6 
Denver & Rio Gr'de 28,705 19,410 L. 9.295 47.9 
St. Louis, [ron Mt. & 

Southern........ : 96,000 94,687 I. 1,313 14 

Week ending Aug 23: 

Gt. Western, of Can. $90,793 $79,752 L. $11,041 13.8 

Week ending Aug 24: 

Grand Trunk....... $168,408 $183,924 D. $15,516 8.4 
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8.6 at Montreal, 8 at Boston, 1.7 at New Orleans and 0.1 per 
cent. at Portland. 

Wheat is now the leading grain moving, but the corn re- 
ceipts at the Northwest are among the heaviest ever known. 
and by themselves would make a fair week’s business. ot 
the totals, 415 per cent. of the Northwestern receipt, 48 per 
cent. of the Northwestern shipments and 58 per cent. of the 
Atlantic receipts were wheat. 

The receipts of grain of all kinds at Chicago during the 
month of August for the past eight years have been, in 
bushels, as follows: 


Ye Bushels. | Year. Bushels. 
iodides ssthace bee Ra EE, wocbenceccocesetss 7,128,605 
ORR ee por, See 9,141,017 
are 12,725,889) 1877 ....... oo 18,156,665 
NE fis wis sinn te DITLSORONG, . os. 0scccsecesed 18,632,926 

The receipts this year are thus 42 per cent. greater than 


last year or for the corresponding week in any previous 
year. The great increase is in corn and oats, which have 
never been —, The wheat receipts, 86 per cent. 
ter than last year. were exceeded both in 1873 and 
874. The August receipts of wheat have fluctuated greatly, 
pom Fe t as 3,546,058 bushels, in 1873, and as small as 
876,087 bushels in 1876. Corn does not vary so —- and 
for six of the eight years, including the last four, has formed 


7 | more than half of the total receipts, being this year 60 per 


cent. of the whole. 
Receipts and shipments of grain at Chicago & Milwaukee 
for the week ending Sept. 2 were: 
Ch Reta te 
Milwauk 466,300 
At Buffalo for the same week the receipts and shipments 
were: 


Shipments. 
3,870,425 
390,5 


Receipts. Shipments. 

a a i os a ceeal ocd, 1.733,140 
By water..........cccccccccccccecccecss, 9,814,967 31358044 
Total....... _ 4,003,967 5,001,184 


At four Atlantic ports for the same week the receipts 
were: 
New York............ ..3,705,022 | Philadelphia. ...... ... 819,200 
NIG ss sinned seeens 1,012,810 | Boston.................. 520,135 

Compared with the previous week New York gains and all 
the other ports lose. Of the receiptsat New York, nearly 60 
per cent. were by rail. Canal shipments are now largely in- 
creasing. 

Receipts of flour and grain at Buffalo for August and the 








eight months ending Aug. 31 were as follows, as reported 
by the Commercial Advertiser of that city : 
August: 1878. 1877.-——- > 
Lake. Rail. Lake. Rail. 
Flour, barrels...... 87,380 110,100 69,846 101,300 
Grain, bushels..... 11,862,737 4,148,900 10,409,978 2,117,000 
Season : 
Flour, barrels...... 496,206 448,700 336,857 — 657,300 
Grain, bushels..... 42,126,093 20,393,900 28,608,907 8,901,640 
Rail receipts this year for August were 55.7 cent. of 
the flour, and 25.9 per cent. of the grain ; for the season, 
47.5 per cent. of the flour and 32.6 per cent. of the grain. 


Shipments eastward of grain received by lake were for the 
season : 





1878. 1877. Increase. P. c. 

By canal, bushels...... 31,119,870 20,815,935 10,303,035 40.5 
Rb eva se whee pdnas 11,018,805 4,171,064 6,847,741 164.2 

- aE, Roy ee 42, 138,67 5 24,986,999 17,151,676 68.8 

Per cent. by rail........ 26.15 16.69 Yeas 


The canal opened April 15 in 1878 and May 8 in 1877. 
Aver shipments day by canal were 223,884 bushels 
in 1878, and 179,448 in 1877. 

Baltimore grain noorits, a August were as follows: 

1878. 

















877. Inc. orDec, P.c. 
Flour, barrels......... 148,427 113,828 I. 34,590 30.4 
Wheat, bushels...... 4,449,767 1,579,943 I. 2,869.8: 181.6 
DEB vedic ddsdcedee ded 633,588 1,586,408 D. 952,521 60.1 
Other grain.......... 234,002 171,562 L 62,5 36.4 
Total grain.... 5,317.447 3,337,014 I. 1,979,533 50.3 
Total. flour reduced 
to bushels.......... 6,059,582 3,907,054 I. 2,152,528 55.1 
For the eight months ending Aug. 31 the receipts were : 
1878. 1877. Ine P. ¢. 
Flour, barrels,........ 849,435 719,341 130,004 18,1 
Grain, bushels ...... 26,987,609 20,921 ,692 6,065,917 20.9 
Total, bushels.. 31,234,784 24,518,397 6,716,387 27.4 


Exports in August were 60,269 barrels of flour, 4,185,114 
bushels wheat and 518,627 bushels corn. 


Lake and Canal Rates in August. 


The Buffalo Commercial Adtertiser of Aug. 31 says : 
“The heavy movement of grain during the month, and a 
change of policy on the part of the railways whereby reck- 
less competition was abandoned, had a beneficial effect on 
lake and canal freights. August opened with the market in 
a demoralized condition, the Chicago rate on wheat being 
only two cents a bushel, and the canal rate at Buffalo only 
4\¢ cents. As the month advanced, however, the demand 
for to from all the leading grain ports increased and 
rates ly advanced to the close, when quotations by lake 
and canal stood, respectively, at 4!¢ and 6%¢ cents. The 
following exhibit shows the average rate on wheat and corn 





from cago to Buffalo by lake, and the ave’ on the 

same ce from Buffalo to New York, by canal, forthe 
month of August, in the years named: 

-——LaKE.—-— ¢ ~CANAL, --. 

Wheat. Corn. Wheat, Corn. 

Cts. Cts. Cts. Cts. 

4.8 14.0 12.6 

4.7 9.4 9.2 

5.7 11.8 10.8 

8.8 12.0 11.0 

5.6 10.6 9.6 

2.1 9.0 8.0 

2.2 8.1 7.3 

1.8 5.8 5.3 

3.6 7.0 6.4 

3.0 5.2 4.6 


“The average by lake, although much better than tha 
for July, which was less than two cents, is not as high as the 
average for August last year, but is highe: than that for the 
corresponding month in either of the three preceding sea- 


sons. The prospect now is that there will be a steady im- 
rovement tnronghout the remainder of the season, and that 
Lie and canal corriers wi haven good fall business.” 


Coal Movement. 
Coal tonnages for the week ending Aug. 24, are reported 


as follows: 
1878. 1877. Ine. or Dec. P. c. 
thracite............... 443,788 279,401 I. 164,387 58.8 
Semi-bituminous........ 76,747 100,433 D. 23,686 23.6 
Bituminous, Pennsylv’a. 30,957 15,767 L 15,190 96.3 


Most of the anthracite companies have filled their August 


| quota nearly and the last week in the month show a 
t tonnage. The iron-makers of the — Valley are 
complaining of high and uncertain prices of , which pre- 
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{ 
ea them from competing with the Western bituminous 
urnaces. 

The decrease im semi-bituminous is due to very heavy ship- 
ments of Cumberland in the co: nding week last year, 
following a partial stoppage by strikes. 

The anthracite coal tonnage of the Belvidere Division, | 
Pennsylvania Railroad, for the eight months ending Aug. 31 
was as follows: 

1878. 1877. Inc. or Dee. P. c. 
Coal Port for shipment..... 5,566 12,544 D. 6,978 55.6 
South Amboy for shipment. 319,648 366,553 D. 46,905 12.8 
Local distribution on N. J. 

lines 111,604 114,573 D. > 2,969 2.6 
Company's use on N, J. lines 51,845 45,669 I. 6,176 13.5 
are 5 


MOD. cxinica cancel 488,663 539,339 D. 50,676 9.4) 
Of the total this year 387,177 tons were from the Lehigh, | 
and 102,486 tons from the Wyoming Region. | 


Colorado Wheat Rates. 
The Union Pacific Company announces that through rates | 
on wheat from all points on its own and the Colorado Cen- 
tral lines in Colorado to Chicago will be 55 cents per 100 | 
lbs. This is the first through rate ever made on Colorado | 
wheat, and probably the first time there ever was a surplus 
for export. The wheat is said to be of very fine quality. | 
Delaware Fruit Traffic. | 
Peach shipments over the Delaware Railroad to Aug. 30 | 
were 471 car-loads, against 3,342 at the same time last year. | 
Only 10 or 12 car-Ic a day are reported now; last year at | 
this time there were 120 to 130 a day. 


crie Canal. 


The business of the Erie Canal at Buffalo up to Aug. 31 
was as follows: 





1878. 1877. 

Boats cleared............. 4,920 
Tolls received............. $337,520 $105,129 45.2 
Average receipts per day. 2,428 425 213 
The canal opened April 15 in 1878, and yf 8 in 1877, 
the report including 139 days this year, against 116 in 1877. 


Increase. P.c. 
3,466 1,454 42.0 
$282.391 
2,003 


RAILROAD LAW. 


Injuries to Employes. 


In Hanraky against the Northern Central Company, the 
Maryland Court of Appeals has decided that where an em- 
ployé is injured by reason of defective machinery, or 
through the negligence of a fellow workman, or by both 
combined, he cannot recover in damages unless it can be 
shown that the employer did not use reasonable care in pro- 
curing sound machinery and competent workmen. Acci- 
dental breakage of machinery apparently sound, or negli- 
gence on the part of a workman usually skillful and atten- 
tive, are among the risks assumed when the employment is 
undertaken. 


Pre-empting Railroad Lands. 

In his decision in the Dudymott case a few weeks ago, the 
Secretary of the Interior held that all lands nted to the | 
Pacific railroads and not sold by them within three years | 
after the completion of the roads were subject_ to _pre-| 
emption at a price not to exceed $1.25 per acre. The Kan- | 
sas and Union Pacific companies appealed, on the grounds | 
that the grants were grants in presenti and vested in them 
full right to make sales, and that further the conveyance of 
the lands to trustees as security for bonds issued was a sale 
within the meaning of the law, The Secretary has now re- 
fused to reverse his decision. In his opinion the following 
are some of the points: 

‘Even if it be true that the t to the companies was a 
grant in preesenti, it was nevertheless subject to the condi- 
tions therein mentioned, and vested in the companies for a 
time only the exclusive right to sell their lands at such rates 
and at such prices as they might be able to obtain therefor. 
The time, however, in which the companies might exercise 
this right was limited in the act, and the companies by the 
performance of the conditions precedent therein named 
have terminated that right and rendered the lands unsold 
subject to sale by the Government. 

“The fact that the Kansas Pacific Railroad Company at 
least understood that its right to sell and dispose of the 
lands inuring to it under its grant would cease at a certain 
time was clearly shown in my decision in this case. It isnot 
now denied by said company that such construction was 
given to the act by its officers when the circular of its Land 
Commissioners, dated May 12, 1873 was issued. If that 
construction was correct then it is correct now, and I am | 
unable to perceive any reason why the law should not be | 
administered in accordance with its plain terms and the 
clear understanding by both parties in interest to the con- | 
tract and stipulations therein contained. il. 

“Tf it be true, therefore, that Congress intended that the 
execution and delivery of a mortgage by either of said com- 
panies should be a disposal of the lands granted within the 
meaning of the words, ‘or disposed of,’ the same act which 
provided that unless said lands were ‘sold or disposed 
of by said company within three years after the 
entire road shall have been completed shall be 
subject to settlement and preémption like other lands,’ pro- 
vided in terms that no sales should be made by settlement 
and preémption of the lands granted to the company which | 
accepted the bonds provided for in the fifth section of the | 
act. The act must be so construed if sible as to give each 
and every part of it force and.effect. What force and effect, 
however, can be given to this clause if the execution and de- | 

ivery of a mort; be held to be the sale or disposal in- 
tended by Congress’ If by the execution and delivery of 
such mortgages all of said lands were ‘sold or disposed of,’ | 
how could they thereafter be sold under the preémption law 
and the moneys arising from such sales be paid to the com- 
panies? Manifestly this was not the meaning given by Con- 
gress to the words ‘ or di of,’ and hence such meaning | 
should not now be im to them. 

‘The large grant of lands made to said companies out of 
the public domain of the United States, and the loan of the 
credit of the Government was not simply to benefit and enrich 
the companies, but to aid in the construction of a work of 
national importance which would not only jbeneflt the com- | 
pany undertaking its construction, but would also benefit the 
people of the entire country. 

‘It wasclearly not the intention of Congress that so large | 
a body of land as that granted by this act should remain 
under the control of any corporation for an indefinite period 
of time, and to prevent such a result, the time within which 
the company or companies might have the exclusive sale of 
lands granted was limited, At the expiration of that time 
they were to be sold like other public lands at the minimum 
price established by law. 

** Congress did not intend that the lands granted should be 
sold at speculative prices, nor that they should be kept in 
large quantities out of market for an unreasonable length of 
time. This is evident from the low price at which they were 
required to be sold at ee of three years from the 
completion of the entire and the short period that was 
allowed the company in which to sell its lands. * all 

Lam, therefore, of the opinion that an actual sale toa , 








| are being overhauled daily, and the yard in every direction | 
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bona fe purchaser for a valuable consideration within the 
time limited is the only disposition which was intended by 
Congress should exempt any of said lands from sale under 
the preémption law. * * * 7 

‘* After full consideration, I am unable to find any reason 
for the suspension of my decision of July 23, 1878, and you 
will therefore, without unnecessary delay, cause the instruc- 
tions to be issued to the local officers as therein directed.” 

This decision is, of course, not final, but it will stand as 
the rule of the Department, unless it should be set aside by 
the courts. The companies will undoubtedly carry the case 
to the United States eee Court. 


THE SCRAP HEAP. 





Railroad Manufactures. 


A Fairbanks track scale 112 ft. long and having a copecty 
of 250,000 Ibs. has been ordered by the Catasauqua Fo- 
gelsville road. It will be used to weigh coal and vre trains. 

J. L. Bailey & Co., of Philadelphia, have orders on hand 
for 3,600 iron axles for freight cars. 

The Indianapolis Rolling Mill Co. now employs 325 men 
and has contracts from various roads for rerolling about 
5,000 tons of iron rails. 
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1 
Notes. 


The Detroit Free Press thinks it impossible for a railroad 
to turn its thoughts to things above; nothing in the world 
has somany ties binding it to earth. 


More people die in bed than on the railway trains, but 
there is this trouble about that, when an $18 man dies in 
bed, the relatives can’t jump on to anybody for $50,000 
damages.— Burlington Hawkeye. 

The way that the New London Railroad men on the after- 
noon train north “ wood up” at Dwight’s Station would af- 
ford a study for some artist. The engine first pulls up at 
the water-tank for a good drink, and is then backed down to 
the wood-shed, when the engineer, fireman, conductor, bag- 

ge-master and brakeman, if there happens to be such a 

unctionary on board, all get down and toss up the wood in 
a leisurely way that is soul satisfying to themselves, if not to 
the passengers. But the latter rather enjoy it, and one or 
two enterprising drummers generally jump out and beara 
hand.—Springfield Republican. 
| Two lines of railroad are projected to the Rangeley Lakes 
in Maine. If they are built, the cars will certainly have to 
be provided with patent indicators to tell the names of the 
stations. Imagine what wild work the average brakeman 
would make when he puts his head in the door to shout 
‘* Androscoggin,” ‘‘ Umbagog,” “‘ Molechunkemunk,” “Welo- 


A meeting of manufacturers of steel rails was held last | kenebacook,” or ** Mooselucmaguntic.” 


week, but the action taken, if any, has not been reported. A 
plan for regulating the business is said to have been pro- 

0sed. 
. The Burgess Iron & Steel Works, at Portsmouth, O., are 

putting up a new steel furnace. 

Quinnimont Furnace, at Quinnimont, W. Va., has been 
obliged to blow out for repairs. 

Riehle Brothers, of Philadelphia, are making a testing | 
machine for the Hazard Menulactering Co., at Wilkesbarre, 
Pa. They have received an order for one of these machines | 
from Dr. C. W. Siemens, of London, England. 

The Washburn & Moen Manufacturing Co., at Worcester, 
Mass., are preparing to build a third rolling mill. The 
building will be 65 by 166 ft., and motive power will be | 
supplied by a 600-horse power Corliss engine. 

t he entire car-shop force is still engaged on repairs and 
even compelled to put in a great amount of overtime. The | 
demand for cars is something wonderful even for the Chi- 
cago, Burlington & Quincy road, and to accommodate the 
pressure of business the company has been compelled to in- | 
crease the capacity of grain ears from twelve to fourteen 
tons and of flats from twelve to sixteen tons. Scoresof cars | 


has been turned into a vast workshop.—Aurora (Ill.) Bea- 


con. } 

The Atlanta (Ga.) Rolling Mill is very busy on orders for | 
iron rails, both new and rerolled, There is so much work on 
hand that orders cannot be filled at once, but have to be di- | 
vided to meet the most pressing demands. 

The Lebanon (Pa.) Manufacturing Co. has an order for 
500 standard-gauge box-cars for the New York, Lake Erie & | 
Western. } 

The Lehigh Car & Manufacturing Co., at Stemton, Pa., | 
has an order for 500 standard gauge cars for the New York, | 
Lake Erie & Western. 

Lately contracts were let in Belgium for a lot of cars for | 
the State railroads. Ten-ton flat cars (four wheels and iron | 
frame) were let at about $435 each; 10-ton box cars, with | 
four doors, at about $750; cars for ber en | horses, of about | 
the same capacity, $840; a sort of gondola car, without | 
brakes, about 22 ft. long, $385. These prices are about the | 
same as those obtained on previous contracts of late. 

There is said to be some revival of activity in the iron | 
business in Germany, and especially in the manufacture of | 
railroad materials. 

The Grand Trunk shops, at Belleville, Ont., are usin 
Stevens’ patent valve-seat facing machine. It is said to wor 
very easily and is run from any convenient shaft by a rope 
passing over a grooved pulley. 

J.J. Lappin, of Toronto, Ont., is making a patent draw- 
head, which is a self-coupler and of about the same size and 
weight as an ordinary draw-head. It is now in use in Canada 
on the Northern, Victoria, Toronto, Grey & Bruce, Toronto 
& Nipissing, Hamilton & Northwestern and other roads. 

The Schenectady (N. Y.) Locomotive Works are building 
four Mogul freight engines for the Chicago & Alton. 

The Missouri Car & Foundry Co., at East St. Louis, has 
just finished 100 box cars for the Missouri River, Fort Scott 
& Gulf, 25 flat cars for the Chicago & Tomah, and a passen- 
ger car for the East Line & Red River road. 

The Baldwin Locomotive Works in Philadelphia expect to | 
turn out about 250 engines this year. They have thus far, in | 
addition to those sold in the United States, built 73 engines 
this year for export, of which 40 went to Russia, 9 to Brazil, 
Sto Cuba, 5 to Peru, 5 to Canada, 4 to Australia, 1 to Mexico 
and 1 to Italy. About 1,200 men are now employed. 

Mr. B. A. Clooney, General Superintendent of the Colum- 
bia Car Spring Co., of New York, is now Secretary also. 
The company reports a great many orders on hand and the 
factory working nearly up to its full capacity. Business has 
never been better with it. 

Duquesne Forge, at Pittsburgh, is making several heavy 
shafts for factories and all the forgings for two Missouri 
River steamboats. The main shafts of these boats are 40 ft. 
long and have 7-ft. cranks. 





Bridge . Notes. 
The King Iron Bridge Co., at Cleveland, O., has the con- | 
tract for an iron highway bridge at Cuyahoga Falls, O. The 
bridge is to be 119 ft. span, and the contract price is $20.20 
ver foot. 
’ The Morse Bridge Works, at Youngstown, 0O., have se- | 
cured a contract for four highway bridges in Carroll | 
County, O. 
Jones & Benners, of Philadelphia, are repairing the rail- 
road bridge over the Susquehanna at Harrisburg, Pa., and 
putting arches in to strengthen the trusses. They have also 


| some work to do for the stations on the New York Elevated 


road. 
| Clarke, Reeves & Co., of the Phoenixville (Pa.) Bridge 


Works are building a bridge over Franklin street, Pottstown, 
for the Reading Railroad. 
R. G. Huston & Co., contractors for the completion of the 


| Cincinnati Southern road, wiil receive at their office, No. 82 


West Third street, Cincinnati, until noon of Sept. 18, pro- 
»osals for 34 iron bridges and viaducts and 12 wooden 
ridges, all on_ the line of the road between Somerset, Ky. 
and Boyce’s, Tenn. Maps and profiles, with plans and 
specifications, can be seen at the office of G. Bouscaren, Con- 
sulting Engineer, No. 70 West Third street, Cincinnati. 


Bids will be received for all or part of the bridges. The | 


contractors will be required to give security to the amount | 
of ten per cent. of the contract, and will be only 90 per 

cent. of the monthly progress estimates until the final com- 

pletion of the work. 

Cofrode & Saylor, of the Philadelphia Bridge Works, have 
just completed the erection of the viaducts at_Shousetown, 
at Strabane Run and at Scott's Run, on the Pittsburgh & 
Lake Erie road. They are nowe in putting up the 


channel span, 450 ft. long, of the bridge over the Ohio River | 


on the same road. 


A correspondent of the Journal of the Brotherhood of 
Locomotive Engineers writes from Garrett City, Ind.: ‘“‘ The 
zreat difficulty now is the trains have got so long the con- 
Tector don’t know where to report from. With the engine 
at one station and caboose at another, the conductor can’t 
decide from the end of the train or from the middle as they 
travel along.” 


Duty on Locomotive Tires. 
The following circular order to collectors has been issued 


| by the Treasury Department, under date of Aug. 29: 


‘By the decision of the department, dated March 1, 1873 
(S. S., 1,489), steel locomotive tires were held to be dutiable 
at the rate of 45 per cent. ad valorem (less 10 percent.) under 
the provision of section 3 of the act of June 30, 1864, for all 
manufactures of steel, on the ground that they were not pro- 
vided for in the clause of the same section specially imposing 
duties at the rate of three cents per pound on locomotive 
tires, such clause being found among the clauses relating ex- 


| clusively to iron and manufactures thereof. The question 
involved was subsequently brought before the United States 


Circuit Court at New York, in the case of Thomas Prosser 
against Arthur, and was decided adversely to the position 
taken by the department, the Court holding that the pro- 
vision above cited enumerating tires specifically, embraced 
all locomotive tires, whether composed of steel or iron. 

“The department declined, at the time this decision was 


| rendered, to acquiesce therein, but thereupon recently recon- 


sidering the question, decided to submit to the Attorney- 
General for his opinion whether the decision of the Court 
should be adopted. That officer states, under date of the 8th 
inst., that, in view of the opinion of the Court of the fact 
that schedule E of the Revised Statutes observes no order of 
arrangement as regards iron or steel and in the light of other 
decisions recently made, this department would be warranted 
in accepting the decision of the Court as the proper rule of 
action. You will therefore levy duties at the rate of three 
cents per pound on all locomotive tires, or parts thereof, 
hereafter imported or withdrawn from warehouse for con- 
sumption, whether composed of steel or of iron.” 


Springfield Iron Company. 


From the annual report presented at the recent annual 
meeting of this company in Springfield, Ill, it appears that, 
for the fiscal year ending July 31, something over 26, 
gross tons of rails and fastenings had been made. The busi- 
ness of the past year has’ been wholly in the manufacture of 
iron rails and bolts and nuts, but the company is now build- 
ing a bar mill, with a 16-inch and a 12-inch train, and has 
its plans all complete for a plant of Siemens-Martin steel- 
malting furnaces, and expects within the next 60 days 
to commence work on them. The calculation is also to 
build a blooming train and plate train, to be ready to 
work up the product of the steel-making furnaces, by the 


| time that they are ready. Until the completion of the steel 


furnaces it is expected that the new bar mill will be occu- 
pied making fish-plates and bar iron of all sorts for sale. 
After the steel furnaces are ready, the company will be pre- 
»ared to fill orders for steel and iron rails and for fish-plates, 

lts and nuts, and for bar of all sizes, both in steel and iron. 

During the past year an issue of $100,000 bonds, which 
was secured by a trust deed on the company’s works, has 
been paid off and the trust deed released. The business has 
also been conducted on the pay-as-you-go plan and no debt 
of any kind incurred, either for the purchase of material or 
on account of construction. The release of the trust deed as 
above leaves the company’s property entirely free from in- 
cumbrance, 


Steam Street Cars on a Railroad. 


An exchange says : ‘‘ One of the steam street cars built by 
the Baldwin motive Works, and which was running on 
the Market Street Railway, Philadelphia, during a part of 
1876 and 1877, has been purchased by the South Mountain 
Railroad, a short line of road which is run as a feeder to the 
Cumberland Valley Railroad, with which it connects at Car- 
lisle, Pa. It was found necessary to put in new wheels with 
broader tread, and with some other slight repairs it has 
been made to work very well, and answers a good 
purpose for running small excursions and passenger 
travel. Mount Holly Spring, a cool and pleasant sum- 
mer resort, nestling at the foot of the South Mountain on the 
line of this road, about six miles from Carlisle, is quite ex- 
tensively patronized this summer, and to accommodate this 
travel the ‘Baldwin’ car is used, running to connect with 
all Cumberland Valley trains. It works well at about 
twenty miles hour; will seat comfortably about forty 
persons, and will haul one ordinary passenger coach, if neces- 
sary, in addition to its own weight. For light traffic on 
lateral and suburban roads these cars are well adapted.” 


Kilometer Posts. 


The Boston & Providence Railroad is reported to have set 
up posts two kilometers apart along its line, giving in large 
figures the distances in kilometers from the termini, and in 
small ones the distances in miles and fractions of a mile, thus 
giving all passengers a sort of “ object lesson” in the metric 
system. 

Yard Signals on the Lake Shore Road. 


At certain intervals for many years past, it has been cus- 
tomary for some member of the City Council to draw the 
attention of that body to the annoyance caused by the whis- 
ting of the locomotives for switch and bridge tenders along 
the lines of the various railroads leading into the city. This 
has been probably more noticeable from the Cuyahoga River 
bridge, along the front of the city, to Case avenue, and many 
complaints have been made by residents of that portion of 
the city, yee of the seemingly unnecessary disturbance 
| caused by otives in that } ity. The Superintendent 
| of the Erie Division of the Lake Shore road, Mr. Charles B, 
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Couch, has put into operation a system of telegraphic com- 

munication among the switchmen and bridge tenders, which, 

. enn by all companies, would entirely obviate the dif- 
culty. 

The system of signals which is now employed by the Lake 
Shore Company, and which supercedes the use of the 
whistle, is constructed in the following simple manner: A 
telegraph line has been laid from the oga River rail- 
road bridge to the railroad shops west of Case avenue. At 
intervals between these points are stationed switchmen to 
attend to the different sidings, and a small house is erected 
at each point to protect the men from the weather, their 
business demanding constant attention all the year round. 
At each of these houses is a Morse relay with gong attached, 
similar to those used in the fire alarms in the city. The 
wires are constructed in two separate circuits, one reaching 
from the shops to the target post east of the Union depot 
where the double track diverges into the building. e 
other circuit extends from the target to the drawbridge at 
the river. 

When a locomotive approaches the railroad — ing 
west, the switchman at that place gives the signal the 
switchmen west of him, notifying them of the exact track 
the locomotive is to take. By the number of strokes on the 
bell the switchmen know immediately what switches to open. 
In order to avoid all danger the west bound trains come toa 
full stop before leaving the double track and entering the 
depot and before crossing the Cleveland & Pittsburgh Rail- 
road, and Cuyahoga River bridges. 

The system has been in operation long eno to insure its 
success, and not an accident of any kind has epownet since 
the steam whistle was abandoned.—Cleveland Herald. 
Lively Freight. 

A small keg of brewer’s yeast was, one morning last week, 
placed in the baggage car attached to the mail train to Eas- 
ton, leaving the Jersey City depot at 6:40 a. m. on the Cen- 
tral Railroad of New Jersey. The keg had barely been passed 
in when it exploded, taking an upward course and passing 
through the roof of the car, making a hole large enough to 
admit of the passage of a man’s body. The keg was con- 
signed to an Easton brewery. 


Tit for Tat. 


The following comes from a correspondent and is, as he 
says, ‘‘ too good to be lost:” ° 

** A little thing, too good to be lost, happened some weeks 
ago less than 1,000 miles from Sioux City. A certain con- 
ductor, who is a very bad speller, made a report to his 
Superintendent. Superintendent, who is an exceedingly 
bad scribe, found the report full of ow words, and 
sent it back with a 15-cent spelling book with instructions to 
practice rman, leisure hours. Conductor had some ex- 
pert decipher Superintendent’s letter, thought that there 
was room for improvement in writing, and so invested 10 
cents in a copy book, making Superintendent a present of the 
same. Superintendent took the thing good naturedly, kept 
it quiet for a while, but a told on himself. Conductor 
and Superintendent are good friends.” 


Manufacturing Stock Claims. 


The Columbia (S. C.) Register of Ave. 20 says: ‘‘ When the 
up passenger train, commanded by Captain ussure, Was 
coming in from Camden last evening, just as it approached 
Hampton, the engineer discovered a cow lying across the 
track. The signal was given, and the engineer 

stop his engine just before the cowcatcher would have 
scooped the supposed sleeping animal a and killed it— 
thereby causing the road to pay its owner for its full value. 
In vain did he sound the whistle and whoop and halloa at the 
animal. It was no use. Finally he got down and picked up 
a bush and commenced beating the beast, and still there was 
no movement. Approaching the animal he discovered that 
she was cold and stiff in death. The cow had evidently been 
placed on the track after it died, with a view of future pay- 
ment from the railroad company, when the engine Le 
tear it to pieces.” 

She Wanted Her Trunk. 

Yesterday afternoon train No. 1, Burlington, Cedar 
Rapids & Northern, pulled out of La Porte, and struck a 
little thousand mile a minute gait up toward the north pole. 
La Porte was fading away in the dim distance, like a yester- 
day’s headache, when a beautiful young lady in navy blue 
silk stood upin the coach, wailed ‘‘ Oh, conductor, wait ! 
wait !!” and wrung her snowy hands in anguish. All the 
women in the car shrieked ‘‘ What is it?’ and all the men 
helped the young lady shout, and they leaned out the win- 
dows and yelled, ‘Stop her! Stop her !” and one or two of 
the boldest made desperate “offers” at the bell cord, but 
stopped in time, as they remembered how they had seen con- 
ductors kick large fat men out of windows only fourteen 
inches square, and hoist them clear across the limitless prai- 
rie, for fooling with the bell cord. And in the midst of the 
uproar the conductor came in, and the lady dashed away the 
tears that were just ruining her navy blue silk, and could 
only sob, ““My trunk, my trunk; oh, conductor, my trunk.” 
And she besought him that he would turn the train around 
and go back to La Porte after it, and he would not. But on 
investigation, it appeared that some one at the station had 
noticed the trunk just as the train was pulling out, and 
chucked it on the platform of the rear coach. The fair pas- 
senger was comforted, but the throbs and tremor of excite- 
ment didn’t die out of that car for fifty miles.—Burlington 
Hawkeye. 


OLD AND NEW ROADS. 





Burlington, Cedar Rapids & Northern.—Com- 
plaints of discrimination by this company were recently filed 
with the Iowa Railroad Commission by the Toledo, ria 
& Warsaw. The company’s answer denies the 


charges made 
and also denies the right of the complainant to make ite | Hearne 


complaint in Iowa. 


Canton, Coshocton & Straitsville.—A re-survey is 
being made of this projected road between Beach City, O., 
and Canton, the object being to arrange for a connection 
with the Valley ilroad at ton. 


Catasauqua & Chapmansville.—The line of this pro- 
road has been surveyed from Conn Pa., north 
to Chapmansville, 91g miles. The right of way for 5 
miles has been given, and the Chapman Company, whic 
owns large slate quarries at Chapmansville, has agreed to 
take $70,000 in bonds of the new road. 


Central Branch, Union Pacific.—This road is now 
completed to Beloit, Kan., 27 miles beyond the late terminus 
at Concordia and 182 miles from Atchison. The new ex- 
tension was opened for business + 2, the new stations, 
with the distances from Atchison, being: Buffalo, 1601; 
Jamestown, 167; Scottsville, 174; Danville, 178; Beloit, 
182. The new extension is built under the charter of the 
Atchison, Solomon Valley & Denver, which, however, is 
entirely owned by the Central Branch y 

The branch from Concordia north by west to Scandia, 20 
miles, is now all graded and tracklaying will soon be begun, 





a point 15 miles eastward from Chester, 8. C., and the road 


| is nearly finished to Fishing Creek, 214 miles further. Trains 
| are ing to Rich Hill, miles; the receipts on this sec- 
| tion for 44¢ months were $2,068, or $172 per mile. 


| 


ae & lowa.—This company has filed a bill to se 

| aside the foreclosure of second mo on the ground of 
| collusion and fraud. The bill also for the removal of 
| the trustees and the appointment of others in their p 

| Upon the filing of this bill the United States Circuit Court 
| granted a pa ces) Bem gre mene to prevent the re-sale of the 
| road, which was to have taken place Aug. 28. 


Chicago, Milwaukee & St. Paul.—On the extension 
| of the Iowa & Dakota Division track is laid to Spencer, the 
county seat of Clay County, Ia., which is 23 miles west 
from ittsburg, the last point reported, and 48 miles from 
the old terminus at Algona. Work is progressing steadily 
and the road is expected to reach Sheldon, on the Sioux City 
& St. Paul road, by the end of October. There are several 
os pits on the new line and the track is ballasted as fast 
as " 


Cincinnati Southern.—The contract with R. G. Huston 
& C». for the completion of the road has been finally — 
and executed and the necessary bonds executed and filed. A 
number of sub-contracts have already been let, and on some 
of them work has been begun. Bids for the bridges are 
called for, as noted elsewhere. 


Clinton, Bloomington & Northeastern.—This com- 
pany has been organized to build a road, from Strawn, IIL, 
on the Chicago & Paducah road, southwest to Clinton, about 
45 miles, wii 


18 miles. 


Colorado Sprin & Manitou.—This company has 
been organized to build a light road, to be worked by dummy 
engines, from Colorado Springs, Col., to Manitou at the foot 
of Pike’s Peak. The distance is six miles, and the capital 
stock is to be $50,000. 


Denison & Pacific.—Work is now in progress on this 
road between Denison, Tex., and Gainesville, and 20 miles 
are —— Tron and ties are being delivered at 
Denison. © projected line is from Denison across the state 
to El Paso, to meet there the Southern Pacific. 


Fulton County.—This company has been organized to 
build a narrow-gauge road from Lewiston, Ill., northeast to 
Avon on the Chicago, Burlington & Quincy, a distance of 
about 30 miles. 


Green Bay & Minnesota.—Receiver Case has paid, 
since his appointment in January last, $35,364.23 back pay 
to employés, indebtedness incurred by the company previous 
to the receivership. This has been done in addition to the 
payment of all expenses incurred by him in operating the 
road, These payments expunge all the old pay-roll claims, 


Illinois Midland.—On petition of some of the bondhold- 
ers, the United States Circuit Court has ordered the Receiver 
to prepare a full statement of his operations up to Sept. 1 
pot of t the condition of the road at that time. This state- 
ment is to be presented to the Court by Sept. 20. 


Indianapolis, Decatur & Springfield.—The new ex- 
tension from Montezuma, Ind., to Bruin’s Crossing on the 
rt, Crawfordsville & Southwestern, on which track 
was laid some weeks ago, was last week formally opened for 
travel. It is 19 miles long, making the road 104 miles long 
from Decatur, Il., to Bruin’s yan ay os The road has 
now an Indianapolis connection over the Logansport, Craw- 
fordsville & Southwestern and the Indianapolis, Blooming- 
ton & Western. 


Kansas City, Burlington & Santa Fe.—A contract 
has been completed for the grading of the extension of this 
road from its present terminus at Burlington, Kan., south- 
west to Eureka, about 40 miles. The contract requires the 
work to be completed by Nov. 30. 


Kansas Pacific.—In the foreclosure suit in the United 
States Circuit Court a petition has been filed for the removal 
of He Villard as one of the receivers, on the ground that 
he has abused his position by combining with certain bond- 
holders to the detriment of others interested in the property. 


Marietta & North Georgia.—Rails and ties for this 
road are now being delive at Marie Ga., and the 
work of tracklaying has been tegun. A locomotive and 
some cars have also nm put on . The road is to 
= _— Marietta north by east to Murphy, N. C., about 
9 es. 


Memphis & Kansas.—This company has been organized 
to build a road from a point on the St. Louis, Iron Mountain 
& Southern road in Lawrence County, Ark., northwest to 
the State line in Fulton County. The distance is about 60 
miles and the capital stock is to be $1,500,000. 


Milwaukee, Lake Shore & Western.—The extension 
from New London, Wis., northwest to Clintonville, 16 mil 
is completed and was opened for business Sept. 2, making 
the road 157 miles long, from Milwaukee to Clintonville. 
The stations on the new extension, with distances from Mil- 
waukee, are: Sugar Bush, 147; Bear Creek, 150; Clinton- 
ville, 157 miles. 

Missouri, Kansas & Texas.—This company is now 

ing emigrant excursion tickets to Texas points at the 

follo rates for the round trip: 


From Hannibal. From St. Louis. 
... $27. $28.00 





00 

28.00 29.00 
30.40 31.40 
piaisncyncns seeue eeWauemoeme 32.00 33.00 
AEE ORE LEG E HE 32.75 33.75 

DEESS tccse ckaccobssucspectenaed , 36.20 37. 
Dee skataukeb Rapancsiawes’s suka Cate 33.20 20 
PE cnuks> . -cimip hb aghadenestne 37.25 38.25 
SEER TICS So. Secs Cp on onc eesbouen cunts 36.00 37.00 
SIDS 5 50k 00:5 ctscuds esceesscteee 46.60 47.60 


These tickets are limited to 40 days from date of sale and 
are not good to stop over. The purchaser is required to si 
his or her name to the ticket in the presence of the nt 
where hased, and in in the mce of the agent at 
the d tion point before votarsing. otherwlas the ticket 
will be void ond net good for passage. The conditions are 
expressed in fulland very clearly on the form of ticket 
used, which the purchaser must read and sign. 


Morgan's Louisiana & Texas.—Work on the exten- 
sion of road westward to the Sabine River is reported 
as stopped for the present, on account of the troubles aris- 
ing from the yellow fever in New Orleans and its neighbor- 


Montclair & Greenwood Lake.—The plan of —— 
ization as adopted provides that the road shall be bought by 
ap committee, who shal] at once organize a new 
company. No bondholder is to join in the organization who 
does a ee SF a ae ee 
bonds by Sept. 10. The new company is 

stock, first-mortgage bondholders to receive this new stock 





| 
Cheraw & Chester.—Track on this road is now laid to 


a branch from Anchor to Bloomington, about | 


sign | (425 ft. long), on which work has just 


issue $1,000,000 | ized 


to the amount of their bonds and accrued interest and pres- 
| ent stockholders to the amount of 10 per cent. of their 
ent holdings. The stock held by first-mo: bondh 
however, is to be retired and canceled when bonds are is- 
| sued as provided below. 
| The bonds to be issued by the new company are: 1. First- 
| mortgage 6 per cent. income bonds (interest not payable un- 
less earned) to an amount equal to present eet gs 
| bonds and accrued interest and to the assessments paid by 
bondholders. Holders of these bonds are to have votes, and 
| the second-mortgage bondholders are to have the right to 
pay them off at any time at 105. 

2. Second-mortgage 6 per cent. income bonds to the 
| amount of $1,800,000 to be issued to holders of present sec- 
| ond-mortgage bonds. 

Provision is made for the extension of the road, or for 
consolidation with any other company, consent of a ma- 
jority of the first-mortgage bondholders to be first secured 
in aang, If any bondholders decline to join in the plan 
and pay the assessments, their rights may be divided pro 
rata among bondholders of the same class, who may desire 
to take advantage thereof. The committee is authorized to 
make any changes of detail that may be necessary to conform 
to the laws of New Jersey, and some slight changes have 
been made, 


New York, Lake Erie & Western.—The follow 
important circular appears in the London papers of Aug. 24: 

“The Erie Railway Reconstruction Trustees, acting in ac- 
cordance with the amended plan of reconstrastion, hereby 

ive notice that they do hereby fix the 31st day of Oc 

878, as the last day for receipt by them of the necessary 
payments or assessments on preferred and ordinary shares 
of the Erie Railway Company, such payments to be made to 

“The London and County Bank, Lombard street, London, 
—or 

“The Farmers’ Loan and Trust Company, New York—for 
account of the Trustees. 

“The above date of 31st October is final and peremptory. 
No payment of assessments will be accepted afterward. 
Shareholders neglecting to pay by that date will be excluded 
from the reconstruction, and from all share, interest or - 
ticipation whatever in the newcompany. Particulars of the 
alternative methods of paying the assessment, together with 
forms of application and all other needful information, may 
be had at the Trustees’ office.” 


Ohio River Improvement.—Under charge of the 
Government engineers, work has been be at a point 12 
miles below Pittsburgh on the foundations for the dam to fill 
the first pool below that city. Appropriations for this work 
were made by Congress about a year , and this dam is 
the first of a proposed system of movable dams, which are to 
be used only at low water and lowered during freshets, so as 
to permit free navigation. 


Omaha & Republican Valley.—A contract has been 
let for the extension of this road from its present terminus 
at David City, Neb., to the west line of Butler County. The 
distance is about 15 miles, and the grading is to be done by 
Oct. 1. 

Pennsylvania.—The following circular was issued from 
the London office with the usual monthly report: 

‘In our circular of 15th June we said that the riots of 
July, 1877, caused a loss of at least $500,000 to $700,000 net 
profit; and that a corresponding increase might be expected 
this July, which has been fully verified. 

“The net increase of these seven months is about 2 per 
cent. for a whole year on the shares. Suppose there were 
no more progress this year, the year’s mo 5 earnings for the 
shareholders would be 8 per cent., according to the direct 
ors’, or 6 per cent. on the worst view. 

“The net profit of twelve months ending 31st July has 
exceeded the highest estimate of the destruction of property 
by the riots, including goods belonging to customers, the 
railroad’s liability for which is not admitted, but against 
which it is prudently resolved to save up resources, while 
the law-suits inst the county of Allegheny to recover 
damages proceed in the usual leisurely way of law. 

“Tt is hoped that there may be a dividend in November, 
1878, perhaps 1 per cent. in the valuable scrip to be given 
against obligations of the company to be bought in by the 
appropriation of $100,000 per month from earnings, which 
was fixed to begin last May, and something in cash for the 
half-year preceding. age | dividends will not be re- 
sumed, being troublesome to all parties. But we must not 
be taken as saying that there will be such a dividend paid 
then, though it will have been earned, and we hope it will 
then be paid also. After this year, the riot losses being all 
provided for, we may anes for greatly better results, even 
if reparation should not be got from the county. But in all 
previous cases of riot reparation has been obtained.” 

Perhaps the most important statement in the above is that 
‘quarterly dividends will not be resumed.” 


Pensacola.—The Quartermaster at Fort Barrancas, Fia., 
having, under instructions, declined to pay for transporta- 
tion over this road on the ground that it was a land-grant 
road and so required to give free transportation to Govern- 
ment business, General Ma: r Chipley has ordered that 
no Government freight be delivered until c thereon 
are paid, and that after Nov. 1 no officers or soldiers be 
transported except upon payment of full fare. His ob 
is to make up a case as soon as possible and test the validity 
of the Government claim in the courts. 


Philadelphia & Atlantic City.—The taking of testi- 
mony before the Master on the application to remove the 
Receiver was closed Sept. 8, the Master expressing the 
opinion that sufficient cause had not been shown. Argument 
on the 4 EM” will be heard before the Chancellor at 
Trenton, N. J., Sept. 9. 


Pittsburgh & Lake Erie.—The pile work and tres- 
tling for this road on the south side of the river at Pi 
are now well advanced. The arching of the under. e 
crossing of the Pittsburgh, Fort Wayne & Chi road at 
Beaver Falls, Pa., is finished, and tracklaying from that 
place toward Pittsburgh will soon be resumed. The bridge 
over the Ohio River at Beaver is all —— the channel span 

n begun. 


Pittsburgh Southern.—This company has completed 
its new entrance to ab sy by laying the third rail on 
the three miles of the Little Saw Mill Run road, and trains 
now run from Temperanceville (86th ward of Pittsburgh) to 
the terminus near Washington, Pa. A large force is pushing 
the = on the grading to the State line, near Morgantown, 
W. Va. 

Portsmouth, Great Falls & Conway.—At the ad- 
nee meeting in Portsmouth, N. H., Aug. 28, the stock- 

ders voted to accept the amendment to the charter au- 

to mortgage its road. It was also 

rs to execute a mo! to an 

per cent. bonds to run ears, 

in ae the present bonds 

) and in settlement of all 

board was also author- 

to cancel the present lease to the Eastern Company, and 
to make a new lease on terms, 


thorizing the com 
voted to instruct the di 
issue of $1,000,000 new 4 
the new bonds to be 
(which are not securedby mo 
other debts of the company. 
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Pratt Coal & Coke Co.—The contract for ear} 
.8) 


this company’s road has been let to P. W. Smith & Co., 


Kentucky. It will be six miles long, from the company’s | 


mines in Jefferson County, Ala., east to Birmingham, where 
it will connect with the South & North Alabama and the 
Alabama Great Southern 


Quebec, Montreal, Ottawa & Occidental.—The 
agents of the Quebec Government took possession of this 
road Aug. 31, without opposition, except at Ste. Therese, 
where Contractor McDonald had taken most of the equip- 
ment, and where he made forcible opposition with a number 
of armed employés. The Government at once called out 
several companies of militia. Under protection of this force 


the Government took possession of the rest of the road and | 


the equipment on Sept. 2. Contractor McDonald has begun 
preceedings in the courts to enforce his claim and his right 
to the possession of the road. 


Rumford Falls & Buckfield.—This company is having 
surveys made for an extension from Rumford Falls, Me., 
north by west up Swift River to a point on the Bemis Stream 
only eight miles from Lake Mooselucmaguntic, the largest of 
the chain of lakes known as the Rangeley lakes, which are 
coming into prominence as a summer resort. 


Salem & Lowell.—A conference of officers and bond- 
holders of this company was held in Boston, Aug. 31, to see 
what action could be taken as to the $226,900 bonds which 
fall due Oct. 1. It was stated that the company could not 
pay the principal, and an extension was spoken of. Finally 
a committee was appointed to consult further on the matter, 
and also + consuls with the Boston & Lowell er 
lessee of the road. The present lease, which was for 20 
years, will expire Oct. 1. 


South Carolina.—Argument was begun Sept. 4 before 
Judge Bond, of the United States Circuit Court for South 
Carolina, sitting in Chambers at Baltimore, on the oprlice 
tion for the appointment of a receiver for this road. The 
suit is brought by certain second-mortgage bondholders, 
who also ask for an injunction to prevent the sale of a large 
amount of second-mortgage bonds pledged as collateral for 
floating debt and which have been, it is charged, illegally is- 
sued. The trustees under the first mortgage, the holders of 
the bonds pledged as collateral, the non-mortgage bondhold- 
ers and the Greenville & Columbia Company are all made 
co-defendants with the South Carolina Company, and, as 
counsel for all are to be heard, the arguments will probably 
occupy several days. 


Texas & Pacific.—The following circular has been issued 
by the General Passenger Department : 

“*Cireular No. 38, issued from this office, May 10, 1878, re- 
questing the withdrawal of tickets to points on Houston & 
texas Centrak Railway via Texarkana and Sherman, is here- 
by revoked, and you are van amrmayss A requested to resume 
sale of these tickets at your coupon offices.” 


Valley, of Ohio.—-The contractors, who have undertaken 
the completion of this road, have put a large force at work 
on the Cleveland end, and advertise for 400 men to work 
near Akron, Ohio. 


Virginia & Truckee.—lt is et to build a branch | 


’, 


of this road from a point near Carson, Nev., southward to 
Bodie, in Mono County, Cal., a distance of about 90 miles. 
The mines in the Bodie District are attracting a good deal of 
attention just now. 


Western North Carolina.—Work in the Swannanoa 
tunnel is now progressing well, but is now in soft rock and 
earth, where timbering or arching must follow up the exca- 
vation closely. This part of the tunnel is to be arched 
with brick or stone. Work east of the tunnel has been 
much delayed by land-slides in the cuts, some of 
which are very deep. Five shorter tunnels — the 
Point, Licklog, Burgin, y Ridge and Mud Ridge— 
have been built, but the Mud Ridge tunnel had to be 
changed to an open cut, on account of the treacherous nature 
of the roof. Track is now laid 444 miles west of the old ter- 
minus at Henry, and is expected to reach the east end of the 
Swannanoa tunnel, eight miles from Henry, in a week or 
two. The difficult nature of the country is shown by the 
fact that from Henry to the tunnel the distance by the stage 
road is but three miles, and yet the average grade on the 
railroad is 112 feet to the mile. 


Williamstown,.—It is said that an arrangement has 
been made for the sale of this road to the Camden & Atlantic 
Company, that company paying a small amount for the stock 
and agreeing to pay part of the interest on the bonds. The 
road is 914 miles long, from Atco, N. J., on the Camden & 
Atlantic. to Williamstown, and has a bonded debt of $250,- 
000. 


Windsor & Annapolis.—The Halifax (Nova Scotia) 
Chronicle says: ‘‘The Supreme Court has confirmed the 
judgment of the Equity udge in the matter of the contro- 
versy between the Western Counties Railway Company and 
the Windsor & Annapolis Railway Company regarding the 
possession of the Windsor Branch. e Windsor & An- 
napolis Railway Company, we believe, raised two claims— 
first, that the cancellation of their old lease of the branch 
was illegal, and, second, that the act transferring the branch 
to the Western Counties Company was ultra vires. Judge 
Ritchie, we understand, held that the old lease was valid, 
and expressed doubt as to the validity of the act of transfer. 
The Supreme Court goes further, deciding both points in 
favor of the Windsor & Annapolis Company. As it is un- 
derstood that the Western Counties Company will appeal, 
the difficulty, we suppose, must remain unsettled, ona the 
public must submit to the annoyance caused by the 
inability of the two companies to make satisfactory arrange- 
ments for through traffic at reasonable rates.” 


Youngstown, Newton Falls & Ravenna, — This 
much-talked-of road has advanced so far that a survey is 
now being made of the line by a party under the charge of 
Mr. J. M. Reno as Chief —— yon The line is from Youngs- 
town. O., westward eee Newton Falls to Ravenna on 
the Cleveland & Pittsburgh road. _ It is intended as a new 
outlet for the coal and iron of ihe Mahoning Valley, which 
is already pretty well provided with railroad outlets. 


ANNUAL REPORTS. 


Connecticut & Passumpsic Rivers. 





This company owns a road from White River Junction, 
Vt., northw: 
110.8 miles; it leases and practically owns the Massawippi 
Valley road, from Derby Line to the Grand Trunk at Sher- 
brooke, P. Q., 34.7 miles, with a branch to Stanstead, 2 
miles, making 147 miles worked. In connection with the 
Boston, Concord & Montreal it leases the Southeastern Rail- 
way of Canada, 79 miles, but its earnings are not included. 
The 33d annual report covers the year ending June 30, 
1878. 

The equipment consists of 27 Soe, 24 passenger train 
cars, 660 freight cars, 127 road service cars and 7 snow- 





to Derby Line, on the Canada boundary, 
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lows. One new passenger car was bought and a new engine 
uilt to replace one broken up. 
The general account is as follows: 





Stock $19,725 per mile)..... oie Gps bw ened babe’ coe See 
Bonds ($11,541 per mile)....... See ee! ll 
ger RE ee eee bdig 173,000.00 
Coupons and dividends unclaimed 5,200.45 
i E.'S, chin ove, oases veka se tpee> e6bp 87,670.32 
| Reserve... ; ys, SER oS s 562,138.95 
Total ($38,773 per mile)..................05 ss: $4,276,709.72 
| Construction ($31,259 per mile)....... $3,447,825.29 
| Southeastern Railway notes aidees 228,806. 
| Mississquoi & Clyde Rivers bonds 350,000.00 


| Mt. Washington R. R. stock....... 


Notes, cash, materials, cash assets. ... 236,477.57 
| —— $4,276,709.72 
The company owns 2,200 acres of wood land and some 
houses, stores, etc. Notes payable have increased $13,000 
and bonds decreased $38,300 since the last report. There is 
no floating debt except the ordinary balances. 
The work done was as follows: 














| _ Train mileage: 1877-78 1876-77. Inc. or Dec. P.c 
| Passenger. 256,825 252,927 Z 3,898 1.5 
Freight ..... .. 140,610 143,609 D 2,999 2.1 
Se eee 7,601 9,609 D 2,008 20.9 
a 405,036 406,145 D. 1,109 0.3 
Passengers carried.. 133,303 166,183 D. 32, 19.8 
Passenger mileage..4,464,983 3,619,829 D. 1,154,346 20.5 
Tons freight carried 131,923 136,869 Dz. 4,946 3.6 
Tonnage mileage .. .8,179,341 7,618,721 I. 560,620 7.4 
Av. train load: 

Passengers, number 17.39 22.22 OD. 483 21.7 
Freight, tons . : 48.17 53.05 I 5.12 9.7 


The decrease in passenger business was considerable. 
Tonnage mileage showed an increase in spite of the decrease 
in tons moved. The earnings for the year were as follows: 


1877-78. 1876-77. Inc. or Dec. P.c. 

Passengers. ...$201,030.61 $230,714.02 D. $29,683.41 12.9 
Freight............. 311,023.54 333,823.76 D. 22,800.22 6.8 
Mails and express.. 28,825.17 27,978.74 846.438 3.0 
‘ 


I 
I. 5,653.81 46. 
. $558,612.28 $604,595.67 D. $45,983.39 7.6 

"336,021.64 360.285.35 D 


Rents, etc 17,732.96 12,079.15 





Total 
Expenses . 

Net earnings.$222,590.64 $244,310.82 D. $21,719.68 &9 
Gross earnings per 











as cea 3,800.08 4,112.90 D. 312.82 7.6 
Netearn. permile.. 1,514.22 1,661.97 D. 147.75 89 
Per cent, of exps 60.15 59.59 LL 0.56 09 


The result is considered good, in spite of the troubles and 


quarters of the year, and the interruption of the line be- 
tween Newport and Montreal. The disposition of net earn- 
ings was as follows: 
Net earnings 

Interest paid.... 
Dividends, 3 per cent 


Ther $222,590.64 


————._ 194, 848.49 
- seve $27,744.15 
ee 59,926.17 


Surplus for the year. . 
Balance from previous year 


Total eeseeees $87,670.32 


During the year 100 tons steel and 676 tons iron rails and 

| 56,285 new ties were laid; 7,069 rails were taken up, re- 
paired and relaid. Bridges and buildings were fully main- 

| tained, and a wood-shed 200 by 50 ft. built at Newport. 








The Wood Department has been put on a more economical | 


| and satisfaetory basis. 


The report says: “We now have the safisfaction of stat- | 


| ing that the controversies have all been amicably arranged, 
and our relations with all connecting roads are on a friendly 

basis. The contract with the Boston, Concord & Montreal 
Railroad, in connection with the lease of the Southeastern 

Railway, has been canceled and all matters between that 
| road and this settled up to May 1, 1878, a new contract 

being entered into at that time for ten years, which, we 
| think, will work to the material advantage of both roads. 
New and permanent contracts have been made with the 
Southeastern Railroad, whereby the completion of the 
{road between Sutton Junction and Sorel, on the 
| St. Lawrence River, is secured, the parties contracting 
| being known to be responsible; and they will, we feel con- 
| fident, have the road ready to operate by Jan. 1 next. This 
| will give usan independent line from Boston and other parts 
|of New England to the St. Lawrence River, which we have 
| labored for years to accomplish, and will, we believe, prove 
|of great advantage to this road and to the line of which it 
| forms a part. 





‘*We have also secured a line direct to Montreal, over the | 


| Montreal, Portland & Boston Railroad, crossing the Stan- 
| stead, Shefford & Chambly Railroad at West Farnham and 
| going direct to St. Lambert, thus avoiding the necessity of 
| using the Stanstead, Shefford & Chambly Railroad, by the 
|way of St. Johns. This virtually t 
| River St. Lawrenee, as the Richelieu River is navigable from 


| Chambly, a station on the Montreal, Portland & Boston | 


Railroad, to its outlet into the St. Lawrence at Sorel. These 

| connections with the St. Lawrence River must certainly 
| prove of great importance to the future business of our 
road.” 


Cincinnati & Muskingum Valley. 


| This company owns a line from Dresden, O., west by south | 
: It is leased to the Pittsburgh, Cin- | 
| cinnati.& St. Louis, but the company makes a separate re- | 


| to Morrow, 148.4 miles. 


port for the year ending Dec. 31. 
| The equipment consists of 17 engines; 7 passenger, 2 com- 
| bination and 4 baggage cars; 52 box, 39 stock, and 238 flat 
and gondola, 26 dump and 4 caboose cars; 1 tool car. 
| The general account is as follows: 





24,263.71 6.7 


obstacles which the company had to contend with for three- | 


gives us access to the | 





-_ sa -_ — 
———1877.——— ———1876.—— 
: Receipt. Cost. Receipt. Cost. 
Per train mile............. 90.160 83.800 81.25 83.110 
Per passenger _ mile 2.669 3.919 2.808 3.979 
Per ton per mile........... 1.705 1.309 2.108 1.897 


The gain in tonnage was almost entirely in grain, and was 
accompanied by a decrease in rates. e earnings for the 
year were as follows: 


1877. 1876. Inc. or Dec. P.c 
Freight.... ...... $251,556.99 $206,033.34 I. $45,523.65 22.1 
Passengers....... 100,535.15 101,794.28 D 1,259.13 1.2 
Express,mail,etc. 14,681.72 14,531.48 I 150.24 1.0 












| 


Total....... $366,773.86 $322,° 
340,887.91 


oo 
1 
a 
_ 
~ 
> 


99.10 I. $44,414. 3. 
329,743.43 I 144.48 3. 


TOD. cvswrsaserenens 


“ 





| 


Net earnings. $25,885.95 
Gross earn. per 


AS A 2,471.51 2,172.23 I. $299.28 13.8 
Net earn. per 

WR Or es ee ose 
Per cent. of exps 92.67 102.30 D. 9.63 9.4 


.| * Deficit. 


The account with the lessee stand as follows: 


BUS UE BIDE BINED soca s casctvoss convcen 
Interest on bonds for the year...... 


ID Sank SCA ied» el deh oben bee $79,114.05 
Advances previously made...................... : 
Betterments, etc...... ee 





IES dna iain. oth oan nn aha “be Sheneonss a : 
Deduct coupons for 1877 on bonds held by Penna. R. R. 


Co., not paid........ EsRPERN bee EER eee awh hteas 52,640.00 
Balance due lessee, Dec. 31, 1877 saGekee $418,083.86 


During the year 1,3651¢ tons rerolled iron and 45,742 new 

| ties were laid; 2014 miles of track ballasted and 534 miles 

fenced; 320 feet truss bridging and 648 feet trestle rebuilt, 

and 106 feet of trestle filled in, besides full repairs. The 

working expenses are high, owing partly to the poor char- 

acter of the equipment and the want of shop facilities, and 
partly to the great number of bridges to be maintained. 


Cleveland, Mt. Vernon & Delaware. 


This company owns a line from Hudson, O., to Columbus, 
144.04 miles, and leases 0.38 mile of track, giving it access 
to the Union depot in Columbus, making 144.42 miles : it 
leases the Massillon & Cleveland road, from Clinton to Mas- 
sillon, 12.50 miles, making 156.92 miles worked. It also 
owns the graded Dresden Branch, from Killbuck to Dresden, 
34 miles, the completion of which is much desired, but 
which the company has not been so far able to secure. The 
report is for the year ending Dec. 31. 

The equipment consists of 22 engines ; 13 passenger and 13 
baggage cars ; 70 box, 5 stock, 10 flat, 515 coal and 10 ca- 
boose cars ; 1 wrecking and 1 tool car. 

In 1874 an agreement with the bondholders was made by 
which one-half of the coupons was to be paid and one-half 
funded until July 1, 1878. The company has not, however, 
been able to resume according to agreement, and is negotiat- 
ing for a further extension. The general account is as fol- 
lows: 

Stock ($12,270 per mile) 
Bonds ($23,103 per mile). 


seeeeeee+ss $1,767,412.58 
seseeeeee 3,327,758.75 


COUPONS GRAIG Foes. oo cece cnc ccceteeeie vie 98,740.75 
1 DOM NT II in so 5s 5 d's vin 5k Seen ceeeicen 72,910.82 
Total ($36,565 per mile) ............... ....... $5,266,822.90 


Road and equipment ($33,616 per 

mile) ...... pau $4,842,118.83 
Accounts and balances......... : 34,852.16 
Income account, debit balance 389,851.91 





¥ ; —_———— $5,266,822.90 
Of the stock $451,450 is preferred stock ; the funded debt 
consists of $1,350,000 first-mortgage bonds, $950,000 Colum- 
bus Extension bonds, $669,000 income bonds and $858.- 
758.75 coupons funded. 
| The earnings of the road for the year were as follows : 
1877. 1876 

















76. Ine. or Dec. P. c* 

eee $240,359.34 $209,952.42 I ..$30,40692 14.5 
Passengers......... 28.63 133,849.67 D.. 11,121.04 83 
Express, mail, etc.. ‘ 29,780.51 D 3,972.32 13.3 
eee $388,896.16 I...$15,313.56 4.1 
Expenses........... 307,171.16 D.. 2,879.06 0.9 
Net earnings... $81,725.00 $63,532.38 I...$16,192.62 28.6 
Grossearn. permile 2,478.24 2,380.72 I... 97.52 4.1 
Net “ “ « 520.81 404.81 I... 116.00 28.6 
Per cent. of exps .. 78.99 82.99 D 400 48 


The earnings were divided as follows: 
Net Earn. per P.c. 
Gross earn. Expenses. Earnings. mile. of exps. 
Main line... . .$372,261.03 $291,491.47 $80,769.56 $2,578 78.30 
Massillon Br.. 16,635.13 15,879.69 955.44 1,331 94.26 
The minimum rental of the Massillon road being $20,000. 
the loss upon it was $19,044.56. The business of the branch, 
however, improved, and could be much increased by a short 
extension. 
The income account was as follows, condensed: 


Bo fear ref <4 $81,725.00 
Debit balance from previous year... ...... 269,094.82 
| Interest on first mortgage bonds and cou- 
1 CTE INI SI 5 wn Son Wink cas oes dd 182,482.09 
Rent of Masillon Branch.................. 20,000.00 
—— 471,576,91 





ae $389,851.91 
The actual payments on funded coupon certificates, one- 
half interest on bonds and rent of branch were $121,982.09, 
leaving a deficiency of $40,257.10 for the year. 
The work done was as follows: 


Debit balance at close of year..... 


inc. or Dec. P. c. 





| 1877. 1876. c 
Stock ($26.936 per mile)............. ccccscececeeecee $3,997,320.00 | Train mileage.......... 425,000 386,754 I. = 38,246 9.9 
Bonds ($10,108 per mile)....................0.- ..... 1,500,000.00 | Passengers carried..... 231,980 252,477 D. 20,497 8.1 
Due lessee for advances... , a AN a eae, Sos 418,083.86 | Passenger mileage ..... 4,301,158  4,536.317 D. 235,159 5.2 

| Coupons due, held by Pennsylvania R. R. Co........ 52,640.00 Tons freight carried. ... 240,507 206,866 I. 33,541 16.2 
January coupons ; wx 26'180 00 Tonnage mileage canted 12,303,647 9,868,004 I. 2.435.643 24.7 
Miscellaneous 229.39 Average train load: 

ws Passengers, No......... 22.95 25.24 D. 2.29 9.1 

Total ($40,394 per mile) be ys. i $5,994,453 25 Freight, Wer eh ec veneer 56.16 51.50 L 4.66 9. 
| Road, etc. ($37,333 per mile). ... . . -$5,540,164.38 Of the freight carried the two largest items were coal, 37.2 
Ss ; Ro per cent., and lumber, 13.6 per cent. There was an increase 
49.2) i inc i 
rere gg nm Semgamnas | bee em tem cad ole en incre ph Sener east 
he work done was as oT : | in cents, were: 
877. 1876. Inc. or Dec. P.c. | 77. 
et 6. . 1877 1876— 
Train mileage ........... 414,200 410,700 I. 3,500 0.9) i Recei Cost. v 
| Passenger-train-car mile- ‘ Per train mile rt - ay = : eo 51 a 
ea . : ...95.67 75.56 20.11 100.63 8351 17.12 
, RS 528,341 541,909 D. 13,568 2.5| Per passenger - 
rig ~~ mileage..... 2,931,381 2.271.576 I 659,805 29.0 per mile 2.85 2.47 0.38 2.95 2.53 0.42 
Av. No. freight cars per Per ton ‘ r mile. 1.95 1.63 0.32 2.13 1. 115 

Beier serene ae 16.89 14.78 I. 211 143 - ete ; oe ang pad agua 
Passengers carried. 184,769 186,682 D. 1,863 10 , Theaverage rate on local tonnage was 2.78 cents ; on 
Passenger mileage...... 3,767,011 3,625,689 I. 141,322 3.9 foreign, 1.30 cents per ton per mile. 

Tons freight carried...._ 246,603 192,788 I 53,815 27.9, During the year 41,384 new ties and 1,000 tons of iron 
Tonnage mileage....... 14,752,093 9,775,811 I. 4,978,282 50.9 were laid ; 5,913 feet new sidi 


Av. train load: 


| Passengers, No......... 19.09 18.69 I. 0.40 21 
Freight, tons............ 70.42 48.23 I. 22.19 46.0 
Empty car mileage was 36.68 per cent. of the total. The 


| result per train mile, etc., was as follows, in cents: 


were built. The working 
of the road is still embarrassed by want of suitable repair 
shops. An effort to secure the aid of Mount Verncn in fitting 
up the shops there has been delayed by 1 proceedings. 
Little progress has been made in collecting delinquent stock 


| subscriptions, and only about $2,200 are consi 


















